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Wythe’s Self-Recording Speed Gauge. 


This instrument, which is illustrated by the engravings 
herewith, is intended to indicate and record the speed of a 
railroad train during the whole period of its trip, and it is 
therefore used on freight trains, to enable managers to know 
how fast such trains run. No time need be spent in trying to 
convince experienced railroad men of the destructive and 
dangerous effects of running, freight trains especially, at high 
speeds; and it is well known by every railroad officer that the 
employes in charge of trains often run without regard to the 
interests of the road in this respect, in many instances stop- 
ping between stations on trifling pretexts or for personal ob- 
jects, and making up their time by excessive running, to the 
very great detriment of the road. It is also known that, in 
defiance of the laws that demand that every train shall come 
to a stop at the crossing of another road, there are many in- 











stances where this rule is disregarded. When 
accidents occur from such causes, or when 
they are incurred, it is often difficult to prove 
where the responsibility should be laid. The 
difficulty has been in knowing or learning 
how fast trains are run. Evenif a railroad 
officer is on the train itself, he can do no 
more than guess how fast the train is 
running, and even the most [experienced 
railroad men will differ very widely in their 
estimates of the speeds of trains. If, how- 
ever, a graphical record is made of the rate 
of speed at which a train runs, it furnishes 


varying speeds of the train will be shown by a diagonal line 
which varies from the perpendicular according as the speed 
increases, which can be readily ascertained by counting the 
number of spaces which cross a mile run. At the end of every 
half hour the pencil changes its direction by the mechanism 
alluded to, so that the diagonal line produced will be some- 
thing like a zig-zag, or continuous letter W, with occasional 
perpendicular lines or curves that indicate the stoppage, 
| switching or backing of the train. 

The paper is put upon the rollerat the commencement ot 
| the trip and remains until the train returns (or longer if de- 
| sired), as it makes ro difference which direction the car is 
running. The whole apparatus shown in fig. 1 is inclosedin a 
{neat box (not shown in the engraving) about 12 inches 
| long and 4 inches high, andis locked up so that neither the 
| instrument nor its indications can be tampered with, or in any 
| way altered, 
| The method of connecting the instrument with the car 
| axle is shown in figs. 2and 3. Fig. 2 is a transverse section of 

the axle and fig. 3a front view. Cisaworm wheel, which is 
made in two halves and bolted to the axle. The worm wheel 
| gearsinto a pinion B, the motion of which is communicated to 





universal joints at each end, soas to compensate for the mo- 
tion of the car truck and axle. The worm d gears into another 








recorded evidence of the fact, and it enables 
arailroad superintendent or other officer to 
know how fast each train has run. The uses 
ef an apparatus which will give to the officers 
of a railroad company a faithful record ot the 
speed attained by its trains at all times, with 
the place and time of stopping, is so obvious 
that it only remains to describ the machine 
and its working, without explaining its 
utility. 

It consists of clock work, shown on the 
right side of fig.1. This clock-work imparts 
& reciprocating movement to a pencil, C, 
which is attached to a sort of slide or 
cross-head, J, which slides on the rod D D. 
The cross-head moves the whole length of 
this rod and back again in one hour, and in 
doing this the pencil will trace a straight line on the paper B, 
wound around a drum, A A, provided the latter does not re- 
Volve,as is the case when a train stands still, The spindle 
or shaftofthe drum has, however, a bevel wheel, K, attached 
to it, into which a bevel pinion, L, gears. The shaft M of this 
pinion is connected with gearing on one of the axles of the 
car, which causes the drum A A to revolve with the movement 
of the car, fast when the car runs fast and slower 
when the speed is diminished. The strip of paper B B 
is ruled with longitudinal lines representing minutes of time, 
and with transverse lines representing distance—that is, miles 
°r quarter miles. The paper has also printed on it the names 
of the stations at such dixtances as they occur according to 
the seale. In some cases the grades and curves are also 
Printed on the slip. It will be readily seen that when the 
Paper is at rest the pencil, driven by the clock, will draw a 
straight line across the paper, the length of the stop being 
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2. Fig. 3. 


pinion, c, the shaft, b, of which is represented as being broken 
tc save space in the engraving. A represents an cnd view of 
the recording instrument, but ona much smaller scale than in 
fig. 1. The portion of the shaft indicated by the letter Min 
fig. 1 is indicated by a in fig. 3. The worm wheel on the axle 
is covered, so as to exclude the dust, and is always liberally 
supplied with oil. 

The two worm wheels cause a very slow movement to be 
imparted to the roller A A, fig. 1, that is, one revolution of 
the roller to 10,000 of the axle, and as the speed is reduced a0 
much the lost motion of the gearing is not perceptible in the 
diagram, and yet if a train is backed half a train-length, it is 
readily perceived on the diagram. 

This apparatus has been practically tested on a number of 
Western railroads, among which are the Atlantic & Great 
Western, Terre Haute & Indianapolis, Louisville & Nashville 
and Jeffersonville, Madison & Indianapolis. 





indicated by the number of minute spaces drawn, while the 








The efficiency of this instrument is indicated by the follow- 


ing “special order to conductors and engineers,” issued by 
the Superintendent of the Terre Haute & Indianapolis Rail- 
road, Mr. John E. Simpson: 

“The test of the speed gauge develops the fact that nearly 
every freight train makes excessive speed, contrary to time- 


table instructions. In some cases a speed of 30 miles per hour 
has been attained. 


“This must be corrected at once; no train will be permitted 
to run at arate of more than one mile in three and one-half 
minutes on Indianapolis Division, and one mile in four min- 
utes on Vandalia Division. A strict compliance with this or- 
der on the part of engineers and conductors is required.” 

Another illustration of its effectiveness occurred on a road 
on which it was used. A general order had been issted for- 
bidding the running of trains more than a mile in four min- 
utes, and it was supposed that the order was very generally 
complied with, but when the speed indicator was applied it 
was found that none of the trains on which it was used could 
surmount certain grades, and that several cars had to be de- 
tached from such trains in order to enable the engines to pull 
them “up the hill.” It was, of course, soon discovered that 
nearly all trains had been in the habit of running at much 
greater speed than the “laws allowed,” in order to get mo- 





another worm wheel, d, by a sliding rod d e, furnished with heaviest grades. 


mentum enough to aid them in pulling the trains up the 
As it proved to be detrimental to the trade 
to reduce the number of cars hauled, the general order was 
moditied so as to allow a higher rate of speed at certain places, 
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even at the risk of increased wear, With the 

speed indicator the cflicers always had the 

means of knowing whether their orders 

were strictly obeyed, and the limits of 

/ speed in no cases exceeded, excepting 
where it is permitted. 

This instrument will also obviously be very 
useful in making many kinds of train expe 
riments, such as trials of brakes, resistance 
of cars at different speeds, in taking indi- 
cator diagrams, etc. For these purposes, 
however, the diagram should be made ona 
larger scale. It would, of course, be very 
easy to construct an instrumert to do this. 

The inventor of this ingenious’ and, we 
think, useful machine is Mr. W. W. Wythe, 
of Erie, Pa., with whom or with Mr. A. L. 
Dunbar, Division Superintendent of the At- 
lantic & Great Western Railroad, at Mead- 
ville, Pa., parties desiring further informa- 














tion can communicate. 
fF ; 
Report of the Michigan Railroad Com- 
missioner. 
I 





From te very interesting report of Mr. 
Stephen 8. Cobb, Commissioner of Railroads 
for the State of Michigan, covering the 
year 1873, we copy the following: 

LENGTH OF TRACK, 


The returns accompanying this report have becn received 
from 85 railroad companies in active operation, and from 12 
others whose roads are either only projected or only poe 
built. The conclusions contained in the report are based 
wholly upon the condition of the thirty-five completed roads, 
nine of which are branches operated by other companies which 
are either their owners or lessees. The aggregated length of 
the thirty-five operated roads, including track which lies 
within this State, is 5,584.41 miles, but the whole number of 
miles of main track in use by them in Michigan alone, is 
3,253.01. The difference between these figures of 2,331.40 
miles—more than two-fifths of the whole—is to be considered 
in so far only as it is needed in estimating amounts of stock, 
debt, earnings, expenses, &c., per mile. Of this large quan- 
tity of track without the State, 2,100.23 miles belong to the 
Chicago & Northwestern and the Lake Shore & Michigan 
Southern railway companics, each of which is operated as a 
whole and with such unity of system as to make it impossible 
torthem, except in eertain details, to report their doings in 
one State apart from their operations in another. Wherever 
it has been possible, however, to regard the Peninsula Division 
of the road of the former company asa road by itself, it has 
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seemed better so to do, that being also the evident design of 
the comeeny in mobo its re to this office, so far as 
it was able to account for the operations of that division apart 
from those of the gat organization. If this is done, so 
much of the Northwestern as lies outside of the State 
is excluded, and the aggregate length above stated is re- 
duced to 4,257.98 miles, to which must be added 303.75 
miles of double track, und 818.86 miles of sidings, mae * 
total of 5,380.54 miles when reckoned as single track, But the 
double track actually laid in Michigan amounts to only 55.75 
miles, and the sidings in Michigan to 410.46 miles, so t 3,- 
719.22 miles of comprises all that is laid in this State, 
including main line, branches, sidings and double track. 
Inerease of Road duri 1873,—A comparison between the 
returns for 1872 and those for 1873 shows an increase 
during the latter year of 27744 miles of main track in use. 
This difference is mm 4 f 
ae om Otis wwe ts of ret the figures late 
erently re n 0 8e' returns—the es r 
received being assumed to the correct ones. The in- 
crease is ly accounted for by including among the 
operates roads three that in 1872 were still only in process 
of construction, and are named first in the pocoeapanying 
list. The remainder represents so many additional miles o 
road built. The following table gives the amount for each 
company: 


Roads Unfinished in 1872. 


MILEs. 
Michieais TIGA & CARRERE, 60.0.6 650s acvccvcrcscccocccceccses 12.50 
Mineral BARD 2.02: vevcccvcccoc-ses0e + sescvcece Saeorecsoeces 15 
Traverse City......+++ ITTITTITIT ITIL TTL ree 26 


Additional Track Laid in 1873. 
Chicago & Canada Southern and Toledo, Canada Southern & De- 
CEONG.cccrsoc-scecs + e66000 eneerevcocesion 


eee eee eee eee eee 





Chicago & North t iP SIND 065-04 sabsecacdencee 6,26 
Woteess: Be Wa Caines c hccts cvcsecdcvccdcccccscovcccevesecsccees 35.50 
Grand — Rs cdiccocessercccccéncececaccs Nuscsactenaa 19 
TacksoW, LARSING ] WAGIMAWs 000 0026000000 cecccccceccocessccvces 8 


275.75 
The Ee sree of Michigan, by the census of 1870, was 1,184,- 
282. Increasing in the annual ratio of 4.69 per cent., which 
was the rate of advancement during the decade between 1860 
and 1870, it would, by the 1st of January, 1874, have reached 
1 396,023, or 429 persons for every mile of main track laid at 
that date, Thearea of the State being 56,451 square miles, 
there would be for each lineal mile of road, 17.35 square miles 
of territory. These proportions, however, do not furnish 
proper bases of comparison in this regard with such uniformly 
settled States as Massachusetts, Connecticut, Ohio, Illinois, 
etc,, since so large a portion of Michigan is comparatively un- 
a and was, until lately, unsupplied with railway com- 
munication, 


CAPITAL STOCK AND DEBT. 


The capital stock reported as paid in upon roads now in 
operation is $189,441,875.75, and ranges from $69,400.75 per 
mile in the case of the Michigan Central, to $2,036.66 in that 
of its branch, the Kalamazoo & South Haven. It averages for 
all roads $37,139.01 per mile. The proportion arrived at for 
the St. Clair & Chicago Air line is, indeed, lower than that for 
the Kalamazoo & South Haven, being $1 800 pet mile, but the 
showing in that case is not definite, and is tothe effect that 
$6,000 had been actually paid in and about $30,000 met in con- 
struction, In a few cases companies have reported stock 
‘* issued” instead of “ paid in,” and upon being questioned, 
have explained that the terms meant the same thing or ought 
to. The identity should exist, but in practice does not always. 
In the three or four cases in which this has occurred in the re- 
turns, the sum has, for the oe of the exhibit, be2n en- 
tered in the tables of stock paid in, 

The total debt reported is $148,814,623 77, comprising $134,- 
924,045 800f tunded debt and $13,890,577 97 of floating debt. 
It averages pes mile $25,963 19, ranging from $71,176 04, in 
the case of the Marquette, Houghton & Ontonagon, to $10,- 
000 in that of the Paw Paw road. ‘The debts of the Michigan 
Central, Lake Shore and Michigan Southern, and Detroit & 
Milwaukee were each at the rate of about $40,000 per mile, 

The total of paid up stock and debt is $288,256,499 52, and 
the average per mile is $56,102 20, these figures covering the 
full extent of all roads. 

cost. 

The total cost of all roads and equipments as reported 
(Table IV.), is $273,650,968 41, the proportion stated for Mich- 
igan ane $141,582,400 37. The average cost per mile is $53,- 
259 59. In this sum, of course, is included the cost of the 
Chicago & Northwestern and the main line of the Lake Shore 
& Michigan Southern, both being expensive roads, but of 
which only comparatively small portions lie within our State. 
Taken throughout, the average cost per mile of those rords 
which lie rincipally or wholly within the State is considerably 
less than the sum named above. ‘ 

EXPENSES AND EARNINGS. 

Percentage of Hxpenses to Earnings.—The entire earnings 
of ail roads reporting, gained both inside and outside of the 
State, the Peninsula Division of the Chicago & Northwestern, 
being, as elsewhere explained, accounted as a road by itself, 
amount to $35,752,465 45—(Table V.,)—and their operating ex- 
penses to $25,458,44° 90—(Table VI.,)—or to a little over 71 

rer cent. of the earnings. The aggregate of the total net earn- 

ings of all roads, $14,596,777 56, as shown by the comparative 
table (VII.) was 5.06 per cent. of the total of their paid up 
stock and debt, shown by Table III. to be $288,256,499 52. 

Of the earnings o- V.), 26.8 per cent. came from pas- 
senger traffic, and 69.2 per cent. from transportation of freight. 
Of the remaining four per cent., the express earnings 
amounted to alittle over 1.6, the rest being about equally de- 
rived from the carriage of the United States mails, and from 
miscellaneous sources. In the case of all but eight roads, the 
freight earnings were in excess of the passenger, and usually 
Mi” bape 80, 

e actual amounts earned within the State by railroad com- 
panies that are also operated outside of it, can only be approx- 
unated. The usual —~* of apportionment of the whole 
amount, according to the number of miles of track in 
in the Stave, is by no means a correct one in all cases, because 
any proper estimate must be largely governed by the wealth, 
population and commerce of the country traversed. Indeed, 
it is doubtful it such estimates can be made upon any general 
principle universally ———. It the proportion of earn- 
ings belonging to the State of Michigan be reckoned accord- 
ing to the ratio borne by the number of miles of track within 
its boundaries to the whole extent of the lines operated, the 
carnings for Michigan of the Lake Shore and Michigan South- 
ern ($6,840,544) would be nearly one-third of all earnings for 
the State ($21,375,592.91). But the company reports that its 
actual earnings within the State are not haif of $6,840,544 (Re- 
turns p. 109), and the Auditor ot the road estimates them at 
about $2 oe ey and their expenses for Michigan at about 
tw. -thirds that sum, or $1,789,334. (Note 6 to Table VIL.) 

Earnings Per Mile.—The average gross earnings per mile 
were $8,643.45, and of earnings above expenses, $2,619.83. The 
gross earnings from passenger trains, including mail and ex- 

ress earn amounted to $1.45 per train mile run, and from 
reight trains, to $1.76. The gross earnings per train mile run 
{inetoties construction ye all ~~ trains), were $1.41, and 
e net earnings were 39 cents. arnings per mile varied 
reatly. Of roads in complete working order, the Michigan 
ntral reported the est proportion ($21,442.02), and its 
-branch, the Michigan Line, the lowest ($1,015.33). It is | 





noticeable that both expenses and earnings were remarkably 
heavy in the Upper Peninsula where little business was done 
aside from the Log dy of ore, and the carriage of sup- 
plies to the mines, e Marquette, Houghton & Ontonagon, 
more than nine-tenths of whose tonnage was in pig iron and 
iron ore, reports $12,745.63 as its earnings per mile for 1873. 
The Hecla & Torch Lake was built and is operated for the 
patgene of carrying the copper rock of the Calumet & Hecla 
ining Company a distance of four miles and a half from their 
mines to their stamp mills, and its earnings were at the rate 
of $11,084 per mile forthe year. The Chicago & Northwestern, 
which does a large general carrying business aside from the 
transportation of more than half the ore movedin the northern 
pee declares earnings in Michigan at the rate of $8,845.- 
per mile. The only roads that surpass these figures are the 
Michigan Central ($21,442.02), and the Lake Shore & Michigan 
Southern and its branches ($16,824), and no other road in the 
State excepting the Detroit, Monroe & Toledo, a branch of the 
Southern, earns within $2,000 per mileof the lowest figures 
above mentioned. 

Expenses Mile.—Tue average expenses ww thile of road 
operated (Table VII.) are reckoned at $6,023. , and per train 
mile of all classes of trains run, at $1.02. Taking the classiti- 
cation of operating expenses as reported (Table VI.), it is 
found that about 23 per cent. of the whole was charged to the 
maintenance of motive power and cars; about 28 per cent. to 
the maintenance of way, and 49 per cent. to the miscellaneous 
expenditures for operating, such as salaries, damages, taxes, 
insurance and amounts paid for the use of cars. 

Here, too, the expenses of the north-country roads are far 
above the average, those of the Hecla & Torch Lake being 
$104,283.94 for 44% miles of main line, or $26,070.98 per mile—a 
great share of which, however, arises from relaying their 
track with steel rail; of the Marquette, Houghton & Ontona- 
gon, $7,526.13 per mile, and of the Chicago & Northwestern, 
$5,771.62 per mile. The highest expenses per mile reported 
among roads in complete working order are $14,006 for the 
Michigan Central, and the lowest are $759.78 for the St. Clair 
& Chicago Air Line, operated by an agent for mortgagees under 
a foreclosure. (Returns, p. 206. 

Deficits.—Seven roads failed to earn their operating ex- 

enses, their deficits varying from $7,094.69 in the case of the 

ichigan Lake Shore, to $148,679.69 in that of the Michigan 
Air Line (Table VII.) The aggregate of these deficits was 
$366,413.88 ; the aggregate of the surplus earnings of the re- 
mainder, $14,963,191.44 ; leaving $14,596,777.56 as the surplus 
earnings of the whole. For the class elsewhere referred to as 
in complete working order throughout the year, the highest 
surplus earnings reported amount to $5,667,910.72 for the Lake 
Shore & Michigan Southern, and the lowest to $4,808.88 for 
the Paw Paw road. 

Interest.—EKight roads appear to have paid either none at all 
or only a part of the interest due from them upon their 
bonds. The amount of interest paid was $6,864,761.08; the 
amount left unpaid, $934,275.82. Interest paid and 
unpaid amounted altogether to $7,799,036.90, which, added to 
the aggregate of operating expenses ($25,458,449.90), brings 
the expenditures of all roads for the year to $33,257,486.80 
( able VI), Anexamination of Tables VI. and V. shows that 
there were 18 companies whose operating expenses and 
interest exceeded their gross earnings by $2,693,327.42, and 
which were therefore left at the close of the year, not only 
without final net earnings but apparently out of pocket. The 
list of these roads follows, together with the amounts by 
which their interest exceeded their net earnings: 


Chicago & Canada Southern.......... hr 24d~S absn cheese en $ 67,200 95 
CHIORND DH TANS TORTOD  escrcccccccvccs § § «= seevecesossone 97,867 94 
Chicago & Michigan Lake Shore.........sccseeeeesee eeees 279,176 67 


Chicago, Detroit & Canada Grand Trunk Junction soeeee 223,544 52 
DO errr rte ost 







-. 99,809 33 
Detroit & Milwaukee............. +. 425,935 68 
Detroit, Hi lsdale & Indiana.... . 101,886 74 
Detroit, Lansing & Lake Michigan. -» 148,667 70 
Flint & Pere Marquette............. athe Shaner .. 82,447 52 
Fort Wayne, Jackson & Saginaw.......... 0 © ssssecseeeeee 39,274 80 
Grand Rapids & Indiana............cccseceecceeeess .. 297,594 85 
TYAVOPRO CIty. 00.0 sceecerccccccvecvccetescccccscsccesesecs 22,641 81 
Jackson, Lansing & Saginaw......... ccs. seceseceeeeees 184,577 65 
Kalemazoo & South Haven.........-csccscsseses seeéeus| Ge ae 
DE PEPER sickves ccineCuebcctssebenedvect's ‘ . 300,679 69 
I ROR occ seve rceseSeenc® § « — sddvucecdeeccr 77,494 69 
Ee i cetieei dort eiaietbndhabes. © (a0rieeneoe 204,902 21 
Toledo, Canada Southern & Detroit,............. .. 28,560 45 





$2,693,264 42 
, DIVIDENDS. 
But three roads report dividends paid durit.g the year, viz.: 
Michigan Central paid one of 4 per cent. in stock, 
SRI Dis 03:0 60:0:6:60.65:0.008.450.24n ods b0b05006 bend 520 $719,656 00 
Lake Shore & Michigan Southera paid two, viz.: 
One of 10 per cent. on preferred stock, amounting to. . 53,350 00 
One--August 1—of 4 per cent, on common stock, 
SE OR aes: 03s aces cbsebibedbee.ee -Sc80 bbe 0 oes 1,978,040 00 
Chicago & Northwestern, cne of 34% per cent. on pre- 
EES wnedasocéshesvtndQhacaebunes 





Seer, gemana 751,942 24 
Nr es tte cia a sy tlhe ns oll $3,502,988 24 


This total of dividends is equal to only two and one-half per 
cent. upon the pail up capital stock of all roads operated in 
this State. 

TRAIN AND PASSENGER MILEAGE, 

The mileage returns are not quite full, but show an aggre- 
gate for thirty out of the thirty-five roads of 31,858,726 miles 
run by trains of all descriptions. Of this aggregate, 27 per 
cent., or 8,687,384 miles, were run by passenger trains ; 59 per 
cent., or 18,748,049 miles, by freight trains; and 14 per cent., 
or 4,423,293 miles, by construction and all other trains, 

The number of passengers reported carried by twenty-six 
roads—all that did any extensive passenger business during 
1873—was 9,631,230. ’ 

EQUIPMENT. 

Table IX. shows a total of 1,322 locomotives and 30,675 cars 
in use upon the roads operated wholly or in part in Michigan, 
This includes the extensive equipments of the Chicago & 
Northwestern and of the Lake Shore & Michigan Southern 
which form a large proportion of the whole. The table also 
shows, so far as reported, the kind of brake in use upon the 
various roads. Out of 631 passenger cars, 588 are equipped 
with train or air brakes. 

TONNAGE. 

Two roads only—the Michigan Lake Shore and the Michi- 
gan Midland & Oanada—have failed to report any tonnage, 
and these two could have had none of any consequence to re- 
port. The aggregate carried by the remaining roads amounts 
to 12,270,905 tons, aside from a very large quantity of cereais 
lumber and forest produets, etc., transported over the line of 
the Chicago & Northwestern, and accounted for upon other 
standards of measurement than weight, such as bushels, feet 
etc. The highest tonnage reported for the year was 5,511,918, 
upon the Lake Shore & Michigan Southern lines; the lowest, 
2,070 tons upon the Paw Paw road. The ratio to the whole of 
tue quantity in each class of articles carried cannot be exactly 
stated, because five of the roads have reported their tonnage 
in gross, not in detail, The aggregate for the five is, however 
less than one-twentieth of tire whole, . The ratio is appioxi- 
mated in the following table: 


CORED ahve car bbiendand nose sesdb@vetied  cdesban st rar 





Agricultural producis, except grain...... SCE pact ch osha mr 
Repeat RPT ARO as 4.64 
Oy Newt cus cucnhens coon eekia biiecks hs bicke ki 2. 
MIE oc 750 Unc la betas \occane cere oakx ceed... : 












I kit Secdtitos kad se dMDUCs s cv s Lead weetbeceseiunn 5.7 
Lumber and forest products. + 16.13 
OUrat ce pckead vstanes ces o0 - 6.20 
Iron and Bs 00 0c 6hibde sncianescced. és 2080 seveccoogete 12.38 
De Asis ince ensih vtcctedeuaccesasetadekal.seaee - 
and other articlés............. eoee 92,72 


The quantity of iron and other ores carried was about 1,445,- 
242 tons. The foregoing table shows the notable fact that the 
eee of lumber and forest products much exceeds that of 


agricultural products, flour, provisions and manufactures alto- 
gether. 


BATES OF FARE AND FREIGHT. 


The returns of so many of the companies as reported their 
average rates per ton per mile show a reduction from the rates 
of the previous year Moder J from about 2 to 14 per cent. The 
last report to the stockholders of the Lake Shore & Michigan 
Southern contains the following language : ‘‘ We continue the 
record of the steady downward movement in the rate per ton 
per mile for the entire freight movement of this road for the 
past six years.” Then follows a table showing rates for the 
six years between 1868 and 1873, and a reduction from 2.43 
cents in the former year to 1.33 cents in the latter. The re- 

rt continues as follows: ‘‘ Had we been able to obtain even 

he low rate of 1870—one and one-half cents per ton per mile— 
the net earnings from freight would have been larger by 
$1,759,497, and we should have earned the usual February div- 
idend of fouc per cent., with a handsome surplus besides.” 

In the report Do issued by the officers of the Michigan 
Central Railroad Company to its stockholders, the President 
says : ‘‘Competition for business therefore has been active, 
and rates have not been maintained. ‘The result has been 
from all these causes that the average rate of all freight car- 
ried over the lines of this a fos been during the year 
only 1.29 cents per ton per mile against 1.57 for the year next 
preceding. This difference in the rate has made a loss to this 
cqmapeny upon the business which ithas done, of $696,950.12, all 
of which has been taken from the net earnings, or what should 
be such, of the company.” ‘The report also shows a reduction 
of rates within the period of eight years, of nearly fifty per 
cent. 

Companies operating roads in the Lower Peninsula of our 
State are restricted by law to three cents per mile for each 

assenger, except for a slight addition in the cases of char- 

ereciroads. Although permitted to charge at this rate; it will 
be seen, by reference to Table XII., that the rates returned as 
received by at least five of the companies, were considerably 
less than the amounts which they are permitted to impose. 

The rates charged by our roads bear favorable comparison 
with those of other States as shown by the reports of the rail- 
road commissioners of those States. —The Massachusetts Com- 
mission, in its report for 1873, says: ‘“‘ Upon freights no gene- 
ral average can be named; but these have ranged from 1.01 
cents for through freight for long distances to $1 per ton per 
mile on short local freights.” The returns made by our roads 
show 97-100ths of a cent for the former, and for the latter, 624% 
cents. The average rate per ton per mile received by all the 
roads of Connecticut, as reported by the railroad commission- 
ers of that State, is four and one-fifth cents—a higher sum 
than is reported as received by any one of our roads, except- 
ing only the Mineral Range road of the Upper Peninsula. 
From present indications, itis fair to presume that the re- 
turns for 1874 will show a still greater reduction in rates. In 
a statement just made public by the Lake Shore & Michigan 
Southern Railway Company, of their operations for the year 
ending June 30, 1874, it is shown that their average rate re- 
ceived per mile per ton, for both local and through traffic, was 
1.22 cents as against 1.83 for the year ending December 31, 
1873, showing a reduction within the last six months of more 
then eight per cent. And the report of the Michigan Cen- 
tral for the year ending May 31, 1874, shows their average 
rates per ton per mile for all classes of business to have been 
1.30 cents as against 1.57 cents for the previous culendar year, 
being a reduction of more than 17 per cent. 


REGULATING RATES BY LAW. 


The prohibition of what are usually termed unjust discrim- 
inations on the part of railroad companies, and the restriction 
and regulation of their rates by statute enactmants, have been 
so thoroughly discussed that it would seem that but little more 
remains to be said upon these subjects. It is well known that 
in some four or five of the Northwestern States, laws of this 
restrictiveand regulative character have been enacted by their 
several legislatures. The attempts made by State officials and 
others to enforce them have met with protest and resistance 
from the road managers, who claim that the laws are in direct 
violation of the terms of their charters, and also that the 
earnings of the companies under the rates fixed by the State 
officers, as authorized by law, would, in some cases, be insufti- 
cient to pay their operating expenses, with the interest on 
their debts, and in others would not meet the operating ex- 
penses alone. The attempted enforcement of these laws by 
the States, and the resistance made thereto by officials of the 
roads, have engendered a feeling of mutual hostility which, 
considering the identity of interests between the people and 
the corporations, it would seem ought not to exist, and which, 
if it continues, must ultimately prove detrimental to both par- 
ties. The interests of the railroad companies are identical 
with those of the people, and can in no way 
be separated from them. Our farms, mines and 
manufactures are of but little worth without the 
roads, and the value of the latter would be but little if it 
were not for the existence of the former. The interest of the 
people in the permanent prosperity of the roads certainly 
equals, and perhaps exceeds that of even the railroad com- 
— to the extont. at least, thatthe Jatter should be enabled, 
rom their earnings, to maintain their tracks in good condition, 
and to furnish a good and sufficient equipment wherewith they 
may afford to shippers ample facilities for the prompt and re- 
liable transportation of freight, and to passengers a safe, com- 
fortable and rapid transit. Patrons of the roads desire all this, 
and will be satisfied with nothing less. 

A review of the operations of the roads of our State for the 
past year, as shown by the returns of the companies and the 
tables deduced therefrom and accompanying this report, give 
results which are anything but eneeuengns to either their 
bondholders or the owners.of their stock. We find from inves- 
tigation that in the cases of seven of the thirty-five roads, one- 
fifth of the whole number, their operating expenses were in 
excess of their gross earnings; the aggregate of their deficits 
amounting to $366,413.88. The operating expensus and ia- 
terest of eighteen. more than one-half of all, and a list of which 
is elsewhere given, exceeded their gross earnings by amounts 
aggregating $2,693,264.42. Butthree of our companies have 
paid dividends during the year, and in no case has the amount 
paid exceeded four per cent. on the ecmmon stock, and the 
whole amount thus paid is equal to but two and a half per 
cent. upon the aggregated capital stock ofall the roads. . 

These facts and figures would seem to suggest the propriety 
of the utmost caution on our part lest we impose upon our 
companies any unnecessary burdens or unreasonable restric- 
tions. In view of the fact that the action taken in the on 
already alluded to can only be regarded at this time in the 
a re of an experiment on their part, an experiment, ba 
which, although frequently attempted by other goverumen 
both domestic and r ering has not generally accomplished "8e 
results desired; and in view of the no less important fact t) , 
the universal tendency of rates in our State has been and ool 
tinues to be downward—it would also seem that we could er 
afford to await the results of their action and avail ourselves a 
their experience ere we too make an attempt which has prov 
futile elsewhere. 
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Sontributions. 


Information for Travellers, to be Read and Pondered in 
the Neighborhood of Boston. 





To THE EpiToR OF THE RAILROAD GAZETTE : - 

I believe it has always been the custom among travellers 
feeling callei upon to criticise the management of railroads, to 
publish their idea in some daily paper of presumably large 
circulation and wide influence. Everybody reads the com- 
plaint, gives one more growl about “railroad monopolies,” 
passes on to the next paragraph and.forgets all about it, while 
the only man who might remedy the difficulty, viz., the rail- 
road superintendent, is the very one who is sure to be too 
busy to read the said paper, and, therefore, never by any 
chance has his attention directed to the difficulty complained 
of. Therefore I am going to inaugurate a new system, and 
address what I have to say to the Ramroap Gazerts, in ac- 
cordance with the maxim of a certain great railroad man, 
now deceased, who believed in “putting things where they 
will do the most good.” 

One of the most seriousof the petty difficulties that beset 
the railroad traveller is that of obtaining information mm regard 
to the movements of trains. As an illustration of this I will 
give a little of my own experience on what is in most respects 
a thoroughly well-managed road—the Old Colony. I arrived 
at Fall River, Mass., by steamboat at an early hour one morn- 
ing a few weeks ago, wishing to go to Newport, and proceeded 
immediately to the station to ascertain the time ot departure 
of the first train. I found a handsome and well-furnished 
building provided with a framed schedule of trains of im- 
mense size and bristling with multitudinous figures which was 
posted beside the window of the ticket office, the latter being 
closed. The compiler of this schedule was obviously a native 
and resident of Boston. To his mind’s eye that city was in- 
deed the hub of the universe. He had no conception that any 
intending traveller by the Old Colony could ever, by any possi- 
bility, want to know anything except how and when to go to 
Boston and return thence. On this point the most copious 
information was voucksafed, but in every other particular he 
was as dumb as an oyster. Trains left Fall River for Boston at 
various times. Trains left Boston for Fall River at 8 and 8:45 
a. m., and Boston for Newport at8:45a.m. Fortunately being 
aware that Fall River was about 50 miles from Boston, I 
made a mental calculation to the effect that the train 
would not be likely to arrive before 10:30, and ventured 
to go and get my breakfast, no thanks, however, to 
the schedule - maker. A few days afterward I 
wanted to go from Boston to Plymouth by this same 8:45 train 
I passed through a gate in the Boston station, having “‘Show 
your tickets” over it in large letters, though nobody offered to 
investigate my ticket. Proceeding down a long platform I 
found two trains coupled together with one engine. Presum- 
ing that one division of this compound train went to Plymouth 
and the other to Fall River, the question arose which was 
which ? There might have been cards hung on the outside of 
the cars, or there might have been a brakeman stationed there 
to give information, but there was neither. After racing 
about the platform for some time, with my arms full of pack- 
ages, I got the desired information from an outward bound 
‘Boston drummer,” and eventually arrived sately at Plymouth. 
From here I had occasion to go to Duxbury, which was easy 
enough, and thence to Holbrook, which was not so easy. No- 
body seemed to know the precise locality of Holbrook, it being 
a comparatively new name in the geography of Massachusetts. 
It was somewhere on the Old Colony road, for the schedule 
said, ‘* Leave Boston for Holbrook,” etc.; but where? The 
Old Colony road has its roots in Boston, and its branehes 
spread intoa guodly tree; but on which particular limb the 
apple that I wanted was situated was a mystery to which the 
official publication afforded no clue. I decided—wisely as the 
event proved—to go to Braintree Junction, where I fortunate- 
ly found out, by inquiry of the station agent, where Holbrook 
was and how to get there. 

It seems to me that the right way to obviate all this annoy- 
ance—and it is really a very serious one in many cases—would 
be to have the time schedule printed in tabular form as in a 
railroad guide book, and have also an upper compartment of 
the frame containing it provided with a complete map of the 
system of roads included in the schedule or operated by the 
company. The lines of road and the names of stations should 
be printed in red, and other companies’ roads and stations in 
black. Lf the “Boston” schedule is furnished in addition, so 
much the better. Then let particular pains be taken to have 
the schedule posted in both the ladies’ and gentlemen’s wait- 
ing rooms at every station, which is by no means universally 
the case at present. It would be well, too, to have the map 
printed on one side of a sheet and the schedule on the other, 
80 arranged as to fold into pocket size, for distribution to pas- 
sengers wishing them. 

Before closing I must give another bit of experience of the 
same kind on another New England road. Being in Boston 
I wished to go to Palmer by the Boston & Albany and thence 
north to Amherst. ‘To find the time the last train left Palmer 
for Amherst I bought a Springtield Republican of that morn- 
ing at tne news-stand, which, under the title ot ‘‘ Central 
Vermont Railroad,” informed me that the last train left Pal- 
mer for Amherst at 6:45 p.m. To make sureI bought sSnow’s 
Pathfinder Guide which called it the New London Northern 
Railroad and said the last train left at 7:10 p. m. Arriving at 
Palmer, I found a time card posted up in the waiting room 
(and the only one visible), informing me that the train I was 
after went at 6:17 and8:38 p.m. As I saw no train at 6:17, I 
asked the restaurant man, who said it went at 7:00. It ac- 
tually did leaye at 7:10, and Snow’s Pathfinder was thereby 

ustified. It turned out finally that the schedule posted up 
was not to go into effect until three days afterward! It re- 


minds one of Mrs. Partington’s “ bureau for the dispersion of 
useless misinformation.” Ot course few people would ever no- 
tice the date of a schedule, If it wasthe only onein the room 
they would naturally suppose it was the one the trains were 
then running by. I don’t suppose the two roads mentioned 
are worse than many others in this respect, but I do think 
that a very little care would save the travelling public a great 
deal of inconvenience, which was perhaps less in my case than 
in that of many others, F. L. P. 





More of the Problem in Location. 





To THe EpiTor oF THE RAILROAD GAZETTE : 

“D. T.” in your issue of the 4th inst., puts the problem, 
which has been vexing some of your readers, in a correct 
manner. *‘‘ Farmer” might by two or three trials succeed in 
coming near the point, but it is surprising that Mr. Long 
should send in such a solution and call himself an engineer. 
I give below a solution of it, but not formulated. The prob- 





lem would be the same if the 2° curve were replaced by a tan- 
gent and 7’ were taken a point on it at \.hich to start the 
curve. I have not carried out, but only indicated the opera- 
tions, which, from the data given, will solve the problem. 

Let 17, = 1509 = 

Let T, T, = 300 = b 

Let TT, 1800 = 7 

Letang. 7/7, =D 

LetRT=R 

Let R, 7, = R, 


A/ Ry 24 (b4+7, 12 


In the triangle R 7 I find RI A/ Re b(?+ 7, B 
Find angle RI Rg = TIT; —(TIR 4 Ry 17; |= D— 
R, ang. tan, R 
ang. tan. ——  — — 
b+ 7, T+ 7, 
In triangle RJ R, find R Ry, two sides and included ang. being 
given. 


In triangle RAR, find RR, =A/(R—R, 2 + 7% 2 

In triangle R R, Ry findang. Ry RR, the three sides being given. 
In triangle R B R, findang. BR R,, BR, R Ry and ang. at B 
given 

In triangle R A R, findang. A Rk R,, AR, A R, and ang. at A 
given. 

Ang. A RB=ang. ARR, —B RR; BR KR = BRR, — R, 
R Ry, 

Ang. ARB=ARR, {+ R, RR, — BR R, which will give the 
distance to prolong the 2° curve. 

tt, Or B Rj is found from triangle BR R2; BR, R Ry and ang. 
at B given 15° — ang. A R B= ang.t, R, 7s, which gives all the re- 


In the triangle JR, 7, find/ R, = 





quired data to lay out the line. 
Nore.—Ang. tang. means the ang. whose tang. is —. 


Urica, N. Y., Nov. 17, 1874. Dr. W. B. 





FarmMweEt1z, Loudoun Co., Va., Nov. 20, 1874. 
To rue EpiTor OF THE RAILROAD GAZETTE : 

I offer the following answer to “D. T.’s” new problem. 
Every step in it is true to demonstration, but I leave the 
critics to supply formule, only reminding them that they can 
find all that are required in Hencke’s Field-Book, Nothing is 
claimed for the practical value of this solution : 





With the data given by ‘‘ D. T.” all the parts of the triangle 
B H Emay be found. We will then regard the side B £ and 
its adjacent angles as known. We will also use the radii B L 
and FE F, (though “D. T.” gives the degree of curve corres- 
ponding). 

In the triangle B E K, we have the side B F and obtain the 
angles K B E and K E Bby subtracting H B Land HEB 
each from 90°. B K and FE K may now be calculated, from 
which subtract the known radii B L and EF # respectively. 
Then, in the triangle F L K, we have the sides K F and K L 
and the angle K, which is equal to Q H D. We may now find 
the distance F L and the angle F L K. In the right-angled 
triangle F N L we have N J. and L F and may find NW F 





(which is the length of tangent required) and the angle N L 
F. Subtract the sum of NL Fand F L K trom 180° and we 
have O L B, which with the radius B L determines the length 





= 


of arc BO. It remains now to find the length of are P BE, 
Subtract B L O trom Q A D to get the angle P F E, which 
with the radius P F determines the length of P E. 


Parmer, 





To THE Eprror or THE RAILROAD GAZETTE: 

I offer the following formula for solving “W. W. H.’s” 
problem: 

We have say a 2° curve of 500 ft., a tangent of 1,800 ft., then 
a curve of 5° for 300 ft. 

Now we wish to push forward the 5° curve so that the end of 
it will be 300 tt. ahead of terminus as at present, 





Then we have for calculation a tiiangle whose two given 
sides are 1,800 ft. long (tangent) and 151 ft. (tangent to 5° 
curve). Now according to trigonometry: 

The sum of any two sides is to their difference as the tan- 
gent of half the sum of the opposite angles is to the tangent 
of half their difference. 

C+A C—A 
Then AB+BC:AB~BC::tan, 2 :tan, 2 

Thus we find that angle at ( = 13 51’, and at A = 1°09 and 
that side A C = 1946.11. 

Then as inner angle at B is 165° and angle at A = 1°09’, the 
inner angle at C = 168°51' (= B) and having the two sides— 
A’ B' and B’ C—and angle at B’ (side C0 C = 800 ft., distance 
that the terminus of curve is moved ahead) we proceed as be- 
fore and find that angle at A’ = 2°84’, angle at 0” = 14°04’, 
and side A’ C’ = 2,224.31 ft. 

But what we have to do with is the angle at A’. We want 
to move up on the 2° curve to cover A’ = 2°84,’ = 107.08 ft., 
giving an increased curvature on 2° curve of 2°84’, which 
}. 10° = 12°084%’ as changed; and as there were only 25° of 
curvature on both 2° and 5° curves at starting, we have left 
25° — 12°08%4’ = 12°57’ for 5° curve, giving 257.17 for 5° 
curve. 

Now distance from old P, T. at A to present terminus at 
©” = 2,224.31, and as the tangent point is moved ahead 107,08 
and as our 5° curve commences 257.17 from 0’ (back of it), we 
find length of tangent to be 2,224.31 — (107.08 + 257.17) = 
1,860.06 ft. Txomas M. Hooper, 

No. 419 Watnor Street, Philadelphia. 


Friction of Journals. 
To THE E.prrok of THE RAILROAD GAZETTE: 

Your correspondent “T, C.,” in criticising my communica- 
tion in regard t» the friction of journals, asserts that my con- 
clusions are incorrectly drawn, and devotes several paragraphs 
to proving that the power which a belt is capable of transmit- 
ting is the difference between the amount of tension on the 
tight side and the amount of tension on the slack side, and is 
not the sum of the two tensions, a fact which I readily admit, 
and inferentially stated in the article in these words: “The 
tension required on the belt was now 66 pounds, equivalent, 
probably, to a power exerted on the circumference of the pul- 
ley of 28 pounds.” fused here the formula given by a com- 
petent English authority, Thomas Box, which is as follows: 
Assuming the power to be 1, the tension on the tight side will 
be 1.71, and on the loose side .71. 

I think *“T. C.” will admit that the power of a belt will vary 
with the tension up to the elastic limit, and upon this principle 
I constructed my machine. The explanation which I asked 
for, “T. ©.” does not give or even referto. I will state itin 
other words: Why is it that a belt tension of 220 Ibs, is re- 
quired to run an axle loaded with over five tons at a speed of 
eleven revolutions per minute, while a tension of 10 lbs. only 
is required to run the same axle at a speed of 370 revolutions ? 

Another correspondent, ‘‘ Dr.,” upbraids me with ignoranee 
of the subject, and advises a perusal of some treatise on ele- 
mentary mechanics or natural philosophy. 

Acting on his advice, I explore the text books and find it 
there laid down that friction is independent of velocity and in 
direct proportion to the insistent weight or pressure. On the 
other hand, however, the Superintendent of Motive Power of 
of the Hanoverian Railways, an authority which “ Dr.” con- 
siders final, declares that “ within the limits of practical 
loads, the co-efficient of friction is independent of the load,” « r 
in other words, that the resistance from friction of a loaded «: r 
is no greater than that of an empty one. Now which horn of 
the dilemma shall an ignoramus like myseclt take in this mat- 
ter? And will “Dr.” be good enough to give a description of 
the “‘ simple apparatus ” by which this extraordinary result 
was obtained? It certan!y could not have been a locomotive 
with a dynamometer attachment. Master mechanics who in 
their instructions to their engineers, fixing the numbers of cars 
to be nauled by each class of engines, use the stereotyped 
phrase, “‘ Two empty cars will be rated as one loaded one ” 
will be compelled to expurgate” their next edition, if the Su- 
perintendent, etc., etc., is correct in the premiges, I think 
exceptions could be taken to another conclution reachd by 
our learned Theban—or rather Hanoverian—in his investiga- 
tions, viz., that in which the co-efficient of friction for com- 
position bearings lubricated with sperm oil is stated to be as 
low as .0099, or 1-100th, of the weight; but av my object is 
not so much to engage in controversy as it is to clicit light 
upon what seems to me to be a phenomenon, I forbear any fur- 

per remarks on outside issues. P 
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sist us in making our news accurate ayd complete if they will 
send us early information of events w Seg mpe Be under 
their observ , such as changes in railroad officers, organi- 
zations and changes of companies, the letting, oo and 
congnreen af Gavac® new works on important improve- 
ments of ones, experiments in the of roads 
and machi and w their management, particulars as to 

the business of railroads, and 8 as to its improve- 
ment, Discussions of subjects ining ta ALL DEPARTMENTS 
of railroad business by men practically acquainted with them 
are especially desired, joo will oblige us by forwarding 
early copies of notices of meetings, elections, appointments, 
ond ehened.” annual reports, some notice of all of which will 
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SHAREHOLDERS AND THEIR DIRECTORS. 

The discussions which have been called out by the re- 
cent announcement by the directors of the Midland Rail- 
way of England that after the 1st of January next no 
second-class cars would be run on its lines illustrate strik- 
ingly whatwe may call the politics of English railroad 
companies, As soon as the announcement was made, 
every Midland shareholder seemed to rush into print, as 
well as the shareholders of many other companies. The 
managers of some half-dozen competing lines addressed a 
request to the Midland board to withhold the enforcement 
of the new policy until after the returns of the current 
half year should be issued-—-probably in Februdry—and 
the half-yearly meetings held; a public meeting of Mid- 
land ‘+ and other” shareholders was called at which a reso- 
lution was passed declaring that the proposed action was 
likely ‘to seriously injure the interests of the Midland 
shareholders,” and that action should be taken to procure 
® general meeting of the shareholders ‘‘ with a view to pre- 
vent such alterations being carried into effect;” and the 
Chairman of the company’s board, apparently feeling com- 
pelled to notice the clamor on all sides, issued an address 
to the shareholders giving the reasons which led the board 
to resolve on the change, and calling a special general 
meeting of the shareholders to submit the question to 
them. The meeting was held last week, and the result 
was thought so important that it was telegraphed to this 
country: the board was sustained and by an almost unani- 
mous vote. 

Now we do not here wish to discuss particularly the ques- 
tion at issue inthiscase, which seems very much more impor- 
tant in England than here, as there the great majority of 
well-to-do people travel second-class, but only the close- 
ness of the relations of the shareholders of English com- 
panies to their directors, which in this case forced the 
latter to submit a question concerning the conduct of the 
traffic ofthe road, on which they had not only made but 
announced their determingtion, to the approval of the 
shareholders, and to call a meeting for that purpose. It 
would astonish American shareholders to be consulted on 
such a matter almost as much as it seems to have aston- 
ished the English public to have their favorite second- 
class cars abolished. American shareholders hardly ex- 
pect to be consulted about anything, unless it may be 
® proposition to consolidate or lease. Indeed, the English 
corporations are incomparably the more democratic of the 
two, in effect, if not in form. Perhaps the most striking 





illustration of this is the English half-yearly meeting, at 
which the report of the working of the road and the ac- 
tion of the directors for the half-year next preceding are 
presented and offered for adoption or rejection, and at one 
of which directors and auditors are chosen. Now 
we have yearly meetings of shareholders here, but for the 
most part they are meetings in name rather than fact. 
Usually one or two directors are there with proxies for all 
the shares which offer to vote in their pockets, and often 
some clerk who happens to be near has to be called on to 
serve as Secretary. In many, perhaps most cases, the 
annual reportis not presented until after the meeting and 
election; and only two or three companies, so far as we 
can remember, have an address from the President or any 
discussion from shareholders. Generally the only busi- 
ness done is the election of a board of directors, and the 
report, if one is published, passes without comment or 
criticism. The directors sometimes ask the shareholders 
to authorize new loans, issues of shares, leases, consolida- 
tions, etc. ; but in such cases no considerable attendance is 
expected at the meeting, and the spectacle of a hundred or 
two of shareholders attending an annual meeting, asking 
explanations of matters contained in the report (or not 
contained in it); finding fault with this, that and the 
other; proposing resolutions about one matter or another, 
would, we imagine, utterly amaze most of our veveran rail- 
road directors. Not that shareholders here always put up 
with the policies of their directors; they get tired of them 
and turn them out quite as frequently as any other share- 
holders, probably, but they do it, and are expected to do 
it, quietly, almost secretly, giving no reasons that the pub- 
lic ever hears for their action, and asking no explanation 
or defense from those whom they displace or seek to 
displace. 

Now, in England the directors publish and send to the 
shareholders a report for the preceding half-year at least a 
week before the helf-yearly meeting. The shareholders, 
therefore, come to this meeting with a knowledge of what 
their directors have done and of the results of the working 
of their railroad. They have time to study the returns 
and compare them with those for previous half-years, and 
the results with those anticipated by the directors. Then 
at the meeting the Chairman, apparently invariably, makes 
a speech usually much longer than the report itself, in 
which he explains the report, sets forth the policy pursued 
and that proposed for the future, and usually submits 
some questions to the shareholders for their decision. Al- 
most always some shareholders have remarks to make, 
often in approval and often in criticism of some action of 
the board or statement of the report, and oftener still in 
the way of inquiry for explanation of something in 
the report or the President’s speech; or perhaps 
it is a request for entirely new information. 
Frequently there are a great many speakers and a long de- 
bate—perhaps a hot one—and the Chairman holds himself 
bound to answer all inquiries and make all explanations. 
Thus the meetings often draw out a great deal of valuable 
information regarding the companies’ affairs, They make 
it possible for any shareholder, not absolutely stupid, to 
understand the affairs of his company, the policies which 
control it, and the different courses recommended by dif- 
ferent parties. The very institution by which he main- 
tains his close control of his company keeps him informed 
concerning it, makes him interested in it, and does much 
to qualify him for the part which he takes in directing its 
affairs. Another good result is that the public can, if it 
chooses,* keep informed of the motives which determine 
changes in the management of the corporate property, feel 
the pulses of the shareholding public, and realize the im- 
portance of the corporate interest and the reasonableness 
of its efforts to secure a good income on its investment. 
Civilized people—Anglo-Saxons, at least—have a hearty, 
honest sympathy with people who are trying to get an 
honest living. When they see and hear the army of share- 
holders struggling to make their property as efficient 
and as valuable as possible, they are likely to wish them 
success ; but when they hear only of the Boston & Albany 
Company, the Central Pacific Company, they hardly asso- 
ciate the corporation with human beings with rights and 
wants like themselves, but rather imagine it as a cold- 
blooded abstraction—a modern monster which devours 
the substance which ought to support good, warm flesh 
and blood. 


The tendency of the past eight or ten years in this 
country has been to make a railroad company an oligarchy 
oran autocracy, in which the autocrat does pretty much 
what he pleases without thinking of asking the leave of 
the people who own the property with which he disposes 
so freely, it being assumed that he knows best what is 
for their interest and that he will do it, and that somehow 
the company would be in danger of dire disaster if the 
executive should have to state his plans frankly, or could 
not effect some great stroke of poliey secretly. But time 
shows that, whether or no much may be gained by a 


secret policy, very much may be lost by it, and the share- | 


holders who insist on knowing what their directors are 
doing and intend to do are those who lose least and gain 
most. Moreover, the rage for making secret combinations 





seems to have abated, and the public complaints against 
the railroads are making it necessary to publish instead 
of concealing the details of railroad business and the re- 
sults of the operations from year to year. There is no 
such friendof prejudice as ignorance, and the policy which 
will make it easy for shareholders and the public to under- 
stand just what the companies are doing will do most to 
avert the violent, unreasonable and harmtul prejudice 
which is now so widespread. 








THE PRODUCE BUSINESS OF NEW YORK. 


The second published annual report of the New York 
Produce Exchange, which has been issued recently, is 
quite like the first in appearance and the nature of its con- 
tents. A handsome volume of more than five hundred 
octavo pages, it certainly has room for a great deal of 
valuable information. And it certainly has such informa- 
tion, though, as we noticed last year, it is in such shape 
as to be made available only bya great deal of hard 
labor. Like most similar documents, it fairly bristles 
with figures, and, as in others, the statistics for the most 
part are entirely unedited—-simply copied from documents 
or records of the city trade, and presented on no uniform 
plan. For instance, there are statistics of grain for differ- 
ent places and countries which give quantities in one 
table in bushels, in others in English ‘‘ quarters” (480 lbs. ), 
in others in English hundreds (112 lbs.), in others still in 
Russian ‘‘tschetwerts” (about six bushels). We should 
doubtless have the California wheat trade given in centners 
of 100 lbs., but for the astounding fact that no account 
whatever is given of this traffic, though California already 
exports nearly as much as Russia, (to which several pages 
of statistics are devoted), and is very likely much of the 
time to export more than all the rest of the United 
States, and is really the most formidable competitor of the 
country which exports through Atlantic ports, with the 
single exception of Russia, and is sure to remain so, as 
nearly its whole product must be exported for want of a 
home market. Now it is quite impossible for any one, 
however familiar he may be with the various measures 
named, to make comparisons by simply inspecting the 
tables in which different units are employed; and it is 
quite certain that if the investigator finds that he must 
reduce all these quantities in order to pursue his inquiry, 
he will in nine cases out of ten give up his investigation. 
It would seem worth the while to have the tables reduced 
to a common standard before printing them, when the 
labor thus bestowed would benefit all those who might 
wish to study the statistics of the report, many of which 
are, as they stand, comparatively useless. 

One of the most important tables is that giving the re- 
ceipts at New York of different articles of produce by each 
of several different routes, though separate accounts of re- 
ceipts by certain fast freight lines are given, for which we 
do not see any good reason, as only a small part of the 
whole number is given. Thus we have no record what- 
ever of receipts by the Pennsylvania Railroad’s ‘‘ New 
York Division,” but instead receipts in one column of the 
‘“‘Star Union Line,” which works over this route, and in 
one other receipts of ‘‘Empire, Anchor and Allentown 
Lines,” the two first of which ship throughout over the 
Pennsylvania, while the latter’s cars leave the Pennsylvania 
at Harrisburg and enter Jersey City by the Central of New 
Jersey, and a third gives receipts (mostly very small) by 
the Camden & Amboy. The other heads are; ‘North 
River Boats,” ‘Vessels Coastwise,” ‘‘Erie Railway,” 
‘*Hudson River Railroad” and ‘‘New Jersey Central” 
(very small). We have calculated the percentages of the 
leading products received by each route, but in our table 
have consolidated all the receipts by the Pennsylvania 
Railroad under one head, which includes the receipts 
credited in the report to ‘‘Camden & Amboy,” ‘Star 
Union Line,” ‘‘Empire, Anchor and Allentown Lines.” 
We have not tried to make the percentages so minutely 
exact as to foot up exactly to 100 for each product. The 
receipts by the Allentown Line, as we have said, pass over 
the Pennsylvania only west of Harrisburg, and are prop- 
erly creditable to the Central of New Jersey as New York 
receipts, but as no separate statement of them is given, wé 
could not so credit them. 
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rail and by water. Generally we may say that about two- 
thirds of the grain arrives by water, and somet hing more 
than nine-tenths of the flour and hog products by rail. 
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Comparing the different routes with each other, we see 
that the Erie is next only to the canal as a grain carrier, 
and, indeed, that it excels all the railroads in each article 
named except cut meats and lard, in which the Pennsyl- 
vania surpasses it. ‘These figures, however, are by no 
means indicative of the comparative traffic in these arti- 
eles on the different roads. It must be remembered that 
the Erie carries to New York only, while of its two great 
rivals the New York Central & Hudson River carries to 
Boston and all New England (a traffic as large probably as 
its entire New York City produce traffic), while the Penn- 
sylvania has termini at Baltimore and Philadelphia as well 
as at New York. It is with respect to New York deliveries 
alone that these figures are significant. Next to the Erie 
the New York Central & Hudson River delivers the largest 
amount of flour and grain, coming in third in the receipts 
of hog products. 

Comparing the water and rail receipts by weights (which 
we reduce to tons from-the various measures given in the 
table in the Report) we have: 


—Received by water.—. —Received by rail.—Total rece’ts, 


Tons, Per cent, Tons. Percent. Tons 

Me véccsese< 30,8 8.8 $21,810 91.2 352,702 
Wheat........ 654,358 64.9 353,682 35.1 1,008,040 
Cora 470,378 69.0 211,302 310 681,680 
GBs cccccccs 34,610 19.4 144,910 81.6 179,520 
Barley........ $2,401 69.9 13,993 30.1 46,394 
SNE Beweksetice 21,440 86.0 3,500 14,0 4.940 
EL -terpeons 1,178 6.4 17,058 93.6 18,236 
Cut meats 4,115 1.8 52,186 92.2 56,301 
i Saureersie 483 6.0 38,510 94.0 40,993 
1,251,855 1,156,951 2,408,806 


So far as weights are concerned, therefore, the tonnage 
of rail and water receipts of these articles are not far from 
equal, that by water being about 52 per cent. and that by 
rail 48 per cent. of the whole. 

Unfortunately, live stock receipts are not given for each 
route, but only in the total for hogs. These, all by rail, 
weighed about 250,000 tons. Coal and cattle are not 
among the articles covered by the report, and the only clue 
to the great petroleum trafiic of the city is contained in a 
table of exports. 

Comparing the proportions of canal receipts to total re- 
ceipts with those for 1872, as below, we see the fluctua- 
tions in the relative traffic by rail and canal : 


Per c. Rec’d| Per c. Rec’d 
by Canal by Canal 

1872, 1873, 1872, 1873. 
PROBE 5000 cc cccseseeses 3.9 2.6 |Barley...... scocccses 74.2 69.7 
er 67.2 64.8 |Pork......... 2.0 65.5 
Corn 73.4 68.5 |\Cut meats... 0.3 7.1 
ED -wnetesicds beneseu 40.5 18.8 [Lard ....cccccccccrces 03 3.6 





Thus in flour and all the grains—the great staples of 
canal traffic—there was a decrease in every item in the 
proportion carried by canal, which is equivalent to saying 
that the railroads gained on the canal during the year in 
the proportion of grain carried. Lake and canal rates 
have been so unprofitably low during the current year that 
it is probable that the movement has been in the reverse 
direction since 1873. 

To ascertain the tendency of the grain traffic to increase 
or decrease at different seaboard cities, we have constructed 
the following table, in which flour is reduced to wheat 
and included in the number of bushels of grain of all 
kinds received at each port : 








1870. 1871. 1872, 1873, 

Bushels. Buzhels. Bushel Bushel 
New York........000. 69,921,175 89,543,673 90,930,336 92,187,971 
Ree Te . 18,102,108 15,037,943 16,976,551 17,805,906 
Baitimore........++++ 13,819,101 17,389,443 20,571,499 19,099,517 
Philadelphia... ..... 15,307,011 20,102,425 24,117,150 24,949,157 
Montreal.......... 12,230,093 14,166,066 17,547,428 19,713,529 
POTUADG....ccccccecess 4,246,832 3,808,840 4,087,702 8,729,612 
Totals.....sccsese 128,626,915 160,048,390 174,230,666 177,435,692 

Percentage of total re- 
ceived at N. York... 54.4 55.9 62.2 51.9 


Thus, in all the fluctuations in quantities received, from 
seventy to ninety-two millions of bushels, New York has 
varied very little in the proportion of its receipts to the 
total seaboard receipts, which, in view of the great im- 
provements in handling at the other ports, and their other 
increased facilities for reaching the grain regions and ex- 
porting grains, seems remarkable, and an indication of 
the great advantages of New York for this trade. It would 
be a miracle, indeed, if the receipts had not increased at 
some of the other ports faster than in New York. 
Otherwise their elaborate arrangements for secur- 
ing traffic must have been wholly without effect. 
As it is, the increase from 1870 to 1873 was 
about 32 per cent. at New York, 36 per cent. at 
Boston, 38 per cent. at Baltimore, 63 per cent. at Phila- 
delphia and 61 per cent. at Montreal, while there has been 
a decrease of 12 per cent. at Portland. If we go back as 
far as 1866, the earliest year for which the report gives 
statistics of receipts at all these ports, we find that then 
New York received 59.4 per ent. of the total, and a quan- 
tity not two-thirds of its last year’sreceipts. The tendency 
of the trade may be said, therefore, to be shown by an 
enormous increase of the tradegenerally, which in amount 
has been very much the largest at New York, while the 
average rate of increase has been slightly greater at other 
ports, they altogether having taken 40.6 per cent. of the 
total seaboard receipts in 1866, and 48.1 per cent. in 1873. 
Progress in this direction would, of course, in time reduce 
New York toa subordinate position in the grain trade, 
and the progress is likely to continue to be in this direc- 
tion, doubtless, so long as the facilities for receiving, 





handling and shipping grain continue to increase faster at 
other ports than at New York. 

It may be no one’s fault that some of these places have 
improved their facilities faster than New York has, for 
their improvement may consist in opening a route to a 
field which was before perfectly accessible to New York, 
or, otherwise, in some improvement impossible at New 
York. Thus Baltimore’s new railroad connections only 
open to it districts which have for many years been acces- 
sible to New York, and the enlargement of the Welland 
and St. Lawrence canals, so as to enable large lake vessels 
torun through between Chicago and Montreal, may cheap- 
en transportation to Montreal to an extent quite impos- 
sible by any practicable improvement in transportation to 
New York. On the other hand, improvements in the 
methods of handling grain and in conducting the business 
concerning it, if possible in one place are usually possible 
also at another, and in this respect, doubtless, other sea- 
ports have surpassed New York and are not yet imitated. 
Of course natural advantages may balance much, but there 
is a possibility of relying too much on them, as old-estab- 
lished commercial firms and cities often find. 








The Life of Rails on a Belgian Railroad. 





The Revue Universelle des Mines, de la Metallurgie, des 
Travaux Publiques, etc., of Liege, publishes a paper on the wear 
of rails on the lines of the Belgian Graad Central Company. 
It seems that this company requires a guaranty for three years 
for the rails which it purchases, and therefore a very careful 
inspection is made, The inspections made in 1873 of the rails 
delivered in 1870, 1871 and 1872 resulted as follows: 

The deliveries of 1870 were by three different works, and the 
average rejections were 40.32 per cent. of the whole, being for 
one works 28.16 per cent., for another 36,80, and for the third 
48.09. The rails delivered in 1871 were from a single works, 
and the rejections after two years of service were 51.75 per 
cent. 

For the deliveries of 1872, one year in service, coming from 
two establishments, the average rejections were 2.29 per cent., 
2.02 from one lot and 2.68 from the other. 

Although the guarantee expires after three years of service, 


the company continues the yearly inspection of all its rails, in 


order to keep an exact record ot the progress of deterioration. 
The result of these fnspections for a period of eight years is 
as follows: 


Years in Per cen‘age of Per centage Per centage in 
Service. rails renewed, deteriorated, good condition. 

8 72.2 87 17.88 

7 70.43 15.22 14.35 

6 10.45 14.58 74.97 

5 48.46 21,04 30.50 

4 4.76 15.75 79.49 

3 10.00 30,32 59.68 

2 21.95 29.80 48.25 

1 0.30 1.99 97.71 


The following table gives the per centage of rails taken from 
the track during each year of service : 
NomBer REMOVED DURING THE 
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1866..| 5.27*| 6.27* 4.15 /22.83 15.68 | 5.68 (10.70 ...... | 70.43 
1867..| 0.08 | 0.28 | 1.01 | 1.56 | 2.47 | 5.05 |.. f 
1968..| 1.15 | 6 00 | 4.23 10.66 [27.42 |. ....|.. 46 
1969. .| 0.20 | 0 88 | 1.67 | 2.02 |......]..0.00].. 
1870..| 0.81 | 2.59 6.60 | rit Kae 
1871..| 5.76 |16.19 |...... ‘ata Hecnire 
1872..| 0.30|.....+1 





* For the year 1865, 1866 and 1867, the figures given are the aver- 
age for the three or two years ending with 1857, the annual reports 
having been begun first ia 1868. 


Following down these columns, we find the wear after the 
same period of service for the rails laid each year, and the re- 
sult is extreme irregularity, the first year’s wear varying from 
0.08 to 5.76 per cent., the second’s from 0.28 to 16.19, the third’s 
from 1.01 to 6.60, the fourth’s from 1.56 to 22.83, the fifth’s 
from 2.47 to 27.42, the sixth’s from 5.05 to 6.58, and the sey- 
enth’s (of which there are but two examples) from 5.02 to 
10.70. Equally suggestive of very great differences in the 
qualities of the rails laid in different years is the column of to- 
tals. In that the rails in use seven and eight years show the 
greatest wear. to be sure, but of the lot in use six years not 
half so large a proportion has given out as of those only two 
years in track, and little more than a fifth of the proportion of 
those which had served five years. 

The report gives the number of rails broken, in 1873 as fol- 
lows: 


1, T rails, 744 Ibs. per yard.......... Sbd edd varccemenobeoeeoeresse 15 
2. T rails, 7034 Ibs. per yard......... Orececccercce Seer ceccoccocccs 2 
3. Double-head rails, 7414 Ibs. per yard...... ...++++ ee8nee «coos 6 
4. “6 o PE TRE OOE FOGG oc000000+ scccvccccceecces 219 


The above gives the absolute number broken, The number 
broken per million of rails in track was: 





T rails of 7444 Iba. per yard.... .... ceccccccoses 9 cccccceseccoos 4 
T rails of 704g Ibs, per yard...... — seweeeeeees . 91 
Double-head rails of 7144 Ibs, per yard.,..... eee B44 

“ “ 6644 Ibs, per yard..........e0+6- a 4,245 


The report gives no account of the.amount of traflic over 
these rails, but the Grand Central has a very heavy businces 
on some of its lines. 


Record of New Railroad Constsuction. 


This number of the Ramroap Gazerte has information of 
the laying of track on new railroads as follows: 

Nashua & Rocnester..-Completed by an extension south- 
westward 5 miles to Nashau, N. H. New York & Long 
Branch,—Extended from Woodbridge Creek south 5 miles to 
Perth Amboy, N. J. New Vastle & Franklin.—Extended from 
Mercer, Pa., northeast 12 miles to Stoneboro, Painesville & 
Youngstown.—This road, of three-feet gauge, is completed by 











—— | road Company in Boston 


:— 


anextension from Niles southeastward 10 miles to Youngs- 
town, Ohio. Flint & Pere Marquette.—Extended westward 15 
miles to a point within five miles of the final western terminus 
at Ludington, Mich. Oairo & St. Louis.—This threo-feet road 
is extended northward 5 miles to Unity, Ill. North Wisconsin.— 
Extended 18 milesjto a point 40 miles northeast of Hudson, 
Wis. 

This is a total of 70 miles of new railroad, making 1,664 miles 
completed in the United States in 1874, against 3,276 miles in 
1873 and 6,202 in 1872. 








Frencu Picks For RAILROAD MATERIALS are indicated bya 
French journal which gives a list of the principal contracts 
made by the French railroad companies during the months of 
August and September last, in which we find the following 
prices: 

Tron rails, $47 per ton of 2,000 lbs,; cast-steel crossings, 8% 
cents per pound; a plate-iron bridge of 26% feet span, 4.4cents 
per pound; hook spikes, 2.82 cents per pound; locomotives 
weighing 36 tons each (of 2,000 lbs.), at 16 cents per pound 
nearly; tenders for the same, 10 cents per pound. The latter 
two contracts were for forty engines and as many tenders, and 
the price of the engine alone would amount to $11,525 gold, or 
just about $12,800 in American currency at the present price 
of gold; at which price, or a less one, any of our American 
works would take such a contract, we are sure. Other con- 
tracts were cranes for loading and unloading cars at 64% cents 
per pound; iron tires at 44% cents per pound; locomotives 
weighing 33 tons at $11,000 gold each; tenders for these loco- 
motives at $2,390 each; first-class passenger cars with four 
wheels, $1,950 each. 








A Correction, 





Auton, Ill,, November 18, 1874, 
To tHe Eprrork or rue KarmRoap Gazerre: 

In a communication addressed to you, and published in 
your issue of November 7, I made an error in stating the 
tangent of 5 seconds to be 1.28 inches, the radius being one 
mile. It should have been 1.23, which is the natural tangent 
of 4 seconds. 

My intention was that in an accurate survey, « point should 
not be in error more than 1.25 inches in latitude or longitude, 
using one mile as a radius. G. A. C. 





®Oeneral QRailroad Wews. 
ELECTIONS AND APPOINTMENTS. 
—At the annual meeting of the Monadnock Railroad Com- 


pany recently, Jonas Livingston was re-elected President and 
. A. Parke Clerk and Treasurer tor the ensuing ) ear. 


—We are informed by the Consulting Engineer, Mr. Lovott, 
that the notice of the appointment of Mr. C, Hamilton as As- 
sistant Chief Engineer of the Cincinnati Southern Railway 
was an error. Nochange inthe Engineer Department has 
been made or is anticipated. 

—The United States Circuit Court has appointed Gen. Goo. 
B. Wright, of Columbus, O., Receiver of the Indianapolis, 
Bloomington & Western Railway. 

—Mr. J. 8. Noble, for three years train-master and dispatch 
er at Topeka, Kansas, on the Kansas Pacific Railway, has ac- 
cepted an appointment as Division Superintendent on the 
Texas Pacific. 


—Atthe annual meetin 





of the Boston & Providence Rail- 
ovember 18, the following direo- 
W. Balch, John H. Clifford, T. P. 


tors were chosen : Joseph 
aliett, Wm. R. Robeson, Francis M. 


I. Goddard, George W. 
Weld, Henry A. Whitney. 


—Mr. J. G. Rupert has been appointed General Freight 
Agent of the Springfield & Northwestern Railroad, with office 
at Havana, Ill 

—At the annual meeting of the Savannah, Griffin & North 
Alabama Railroad Company in Newnan, Ga., November 5, the 
following directors were chosen: A. J. White, U. B. Wilkin- 
son, H. J. Sargeant, Newnan, Ga.; John D. Stewart, JN, 
Horne, Griffin, Ala.; John W. Stewart, George D, Camp, Oar- 
roliton, Ga.; Dr. J, F. Bozeman, Atlanta, Ga.; J. F. Gilmer, 
Savannah, Ga, Mr. A. J. White was chosen President. 

—The first board of directors of the New Santa Cruz & Fel- 
ton Railroad 9 oy | ie as follows: John 8. Carter, D. C. 
Bailey, B. J. Cox, C. G. Harrison, John H, Dibble, James H. 
Morgan and Charles Silent. The office is at San Jose, Cal, 

—The Sonoma & Marin Railroad Company has been organized 
by the election of the following directors: W. T. Coleman, H. 

. Fairbanks, James N. McOune, William Hill, U. M. Gordon, 
A. P. Whitney, Isaac Sharen, J. B. Switzer, and J. G. Wicken- 
sham. The company’s office is at Petaluma, Cal. 


—At the annual meeting of the Richmond, Fredericksburg 
& Potomac Railroad Company in Richmond, Va., November 18, 
Mr. John M. Robinson was re-elected President, and H, A. 
Claiborne, C. 8. Mulls, E. Chauncey, and Philip Haxall were 
chosen directors on the part of the stockholders. 


—At the annual meeting of the Nangatack Railroad Com- 
pany in Bridgeport, Conn., November 18, the following direc- 
tors were chosen: Russell Tomlinson, E. F. Bishop, W. D. 
Bishop, Bridgeport, Conn.; J. G. Wetmore, Winsted, Conn.; 
F. J. Kingsbury, Waterbury, Conn.; R. M. Bassett, Derby, 
Conn.; J. B. ibertson, Dr. Henry Bronson, New Haven, 
Conn.; A. L. Dennis, Newark, N. Ata subsequent meet- 
ing of the board E. F. Bishop was elected President; Horace 
Nichols, Secretary and Treasurer; George W. Beach, of Water- 
bury, Superintendent. 

—Mr. John Newell, late President of the Illinois Central 
Rai'rvad Company has been chosen a director and Vice-Presi- 


| dent of the Illinois & St. Louis Bridge Company, in place of 


Ru bert Lennox Kennedy, resigned. 


--Mr. Milton Courtright, of Erie, Pa., has been chosen Prese 
ident of the New York Elevated Railroad Company. 

At the aunual meeting of the Baltimore, Catonsville & El- 
licoit’s Mills Riilo.d Company in Baltimore, November 18, 
the following directors were re-elected: Benj. Whitely, Jere- 
miah Storm, H. H. Graue, Ass H. Smith, Frank Frick, James 
W. Flock and J.C. Holland. The board re-elected the follow- 
ing officers for the ensuing — President, Colonel J. C. 
Holland; Treasurer, H. H. Graue; and Secretary, Wm. W. 
Orndorff. 


—The Vermont Legislature in joint convention has elected 


Myron W. Bailey, ot St. Alban’s, Raiiroad Commissioner for 
the ensuing year. 





—The board of directors of the Hannibal & St. Joseph Rail- 
road tor the ensuing year is as follows: B. F. Carver, James 
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Craig, John B. Drake, N. Devereaux Clapp, John P. Acker, 
Charles H. Kerner, A. W, . Van ck, Charles E 
Loew. The officers of the company are: James Craig, Presi- 
dent; J. P. qm Vice-President; B. ¥. Carver, General 
Manager; L. W. Towne, General Superintendent; W. J. Hilton, 
Treasurer; J. A. Hilton, Secretary. 

—At the annual mating of the Wilmington & Welden Rail- 
road Company, in Wilmington, N. C., November 18, the fol- 
lowing directors were chosen: R. R. Bridges, Wm. A. Wright, 
George Harriss, C. H. Bropten, W.H. Willard, George How- 
ard, W. T. Walters, B. F. Newcomer, 8. M. Shoemaker, A. J. 
De Rossett and J. D. Cameron. Mr. R. R. Bridgers was chosen 
President, and B, F. Newcomer, Vice-President. 


~-Mr. Rodman M. Price, Jr., Chief Engineer of the South 
Mountain & Boston Railroad, hes been a pointed also Chief 
Engineer of theSonth Mountain Railroad of Pennsylvania, in 
place of J. H. Wilson, resigned. 

—Mr. L. P. Grant has been a 
& Richmond Air Line road. 
pointed, 

—At the annual meeting of the Connecticut Valley Railroad 
Company in Hartford, Conn., November 24, the old board of 
Directors was re-elected, as follows: George Beach, N. Hollis- 
ter, F. B, Cooley, Elisha T. Smith, Joseph 8. Woodruff, Fred- 
erick R. Foster, Hartford, Conn.; Samuel Babcock, Arthur W. 


ointed Reciver of the Atlanta 
e is the second receiver ap- 


Bacon, Middl ,Conn.; Oliver H. Clark, Chester, Conn,; 
Elisha Stev Cromwell, Conn.; 8. M. Comstock, Center 
Brook, Conn.; L. Boardman, East Haddam, Conn.; J. O. Walk- 


ley, Higganum, Conn. 

—Mr. E. P. Alexander has been appointed Contracting 
Agent in St. Louis for the St. Louis & Southeastern Railway, 
in place of Thomas E. Spooner, who bas resigned. 








PERSONAL. 
—Mr. Charles H. Gould, General Freight Agent of the Bur- 
lington, Oedar Rapids & esota road, died at Cedar Rapids, 


ia., November 19, 

—General Superintendent Buchanan, of the Pre Mis- 
souri & Pacific Railroad, notifies us that Mr. Geo. Q. Adams is 
no longer Master Mechanic of the road. 

—Mr. A. V. Deboney has an his position as Master of 
Machinery and Assistant Superintendent of the Annapolis & 
Elkridge oad, 

—Mr. M. G,. Elliott, formerly General Ticket Agent of the 
@entral Vermont ad Company, was recently presented 
by his former associates on the road with a fol watch and 
chain valued at $400, and an elegant set of t studs and 
sleeve buttons. Mrs. Elliott was presented by the same par- 
ties with a gold watch and chain costing about $150. 

—The name of Mr. Samuel A. Black, for many years Super- 
intendent of the Middle Division of the Pennsylvania Railroad, 
is among those prominently mentioned for United States Sen- 
ator from Pennsylvania. It is reported that Mr. Black is 
about to resign his position on the road. 








TRAFFIC AND EARNINGS. 





—The earnings of the Michigan Central Railroad for the 
first week in November were: 1874, $132,859; 1878, $114,034; in- 
crease, $18,825, or 164% per cent. 

—The earnings of the Toledo, Wabash & Western Railway 
for the second week in November were; 1874, $108,403; 1873, 
$104,781; increase, $3,622, or 344 per cent. 

—The earnings of the Mobile & Ohio Railroad for the month 
of October were: 1874, $242,607; 1873, $218,423; increase, $24,- 
184, or 114% per cent. For the ten months ending October 31 
the earnings were: 1874, $1,717,766; 1873, $2,151,520; decrease, 
$483,754, or 20% per cent. 

—The of the Boston & Providence Railroad for the 
year endiug September 30 were: 








Earnings ($25,373 per mile) ge ee cececcecceees +--+ $1,687,279 19 
Expenses (76.11 per cent.)...... o060ncseoees- 00s 56. ee UF 
Net earnings ($6,063 per mile)..........66 scenes seeeeeees $403,175 42 


The earnings ot the Naugatuck Railroad for the year end- 
ing September 30, 1874, were: 


Earnings ($7,508 per mile)............... S0eeeeseroeonces $491,767 09 
Expenses (56 68 per Cent). .....6. ccc ceececceeeeerereeeeces 278,217 96 
Net earnings ($8,260 per mile)............s.eeeeeeeeesees $213,549 13 


—Statistics of the lumber shipped trom the Seginaw Valley 
(by water) during the season of navigation, published in the 
Bay City Tribune, shows 441,184 thousands shipped this year 
against 419,956 last. 

—The Ohio & Mississippi Railway Company mgerte as fol- 
lows for the four months teen July 1 to October 31 : 

Earnings (3,074 per mile)......00..0.2+-seeeeeseseeesees 1,208,230 13 


Expenses ($63.15 per Cent.).....cesseeeeeecereceee edocess 19,008 6S 
Net earnings ($1,135 per mile).............4---ee eee eee $446,177 48 
Extraordinary expenses... ........cccceeceeceeeeeececes 10,782 66 
Surplus......ees-eeee eeveccccccs RASS osecrcceeesece cose» $435,304 82 


Transfers (formerly included) amounting to $133,512.80 are 
deducted from both earnings and expenses. 

—The earnings of the Atlantic & Pacific Railroad and leased 
lines for the third week in November were : 1874, $93,400 ; 
1873, $97,627 ; decrease, $4,227, or 444 per cent. 

—The earnings of the Cheshire Railroad for the year ending 
September 30 were : 





1874. 18738. Decrease. P.c. 

Earnings .. ..... . ... $750,608 $845,807 $95,199 11% 
Expenses.........++ -. . 642,181 661.512 19,331 2% 
Net earnings...........$108,427 $184,295 $75,868 9 41% 
Earnings per mile, 1874, $8,530; 1873, $9,611. Per cent. of 


expenses, 1874, 85.55; 1873, 78.20. 
---The receipts of the Sault St. Marie Canal for the year end- 
ing September 30 were: tolls, $37,764.69; other sources, $1,- 
158.28: total, $38,922.97. The expenses were $17,669.87, leaving 
® balance of $21,253.10. The number and tonnage of vessels 

passing the canal during the season was : 
mamper. 











I ied nen atonsinnken tier inns «ee 1,070,858 
—The earnings of the Richmond, Fredericksburgh & Poto. 
mac Railroad for the year ending September 30, were: 

1874. 1873. I D P.c. 
Earpings........+.$449,457.73 $496.744.25 ........ $47,286.52 93¢ 
Expenses,......... 269,798.73 265,608.54 $4,190.19 .......... 1% 

Net carnings ..$179,659.00 $231,135.71 ........ $51,476.71 2234 


mile 1874, $5,226; 1873, $5,776. Per cent of ex- 
penses, 1874, 60.03; 1873, 53.47. _ 
—Th 


e coal tonnage of the Geneva, Ithaca & Athens Rail- 
road for the month of October was: Anthracite, 18,708 tons; 
bituminous, 6,009 tons; total 24,712 tons. 





~The earnings of the Chesapeake & Ohio Canal for October 
were: $63,105.76. The current expenses were $16,567.19, leav- 
ing the net earnings, $46,538.57. The coal tonnage for the 
month was: 1874, 108,514; 1873, 116,482; decrease, 12,968 tons, 
or 11 per cent. tees > Tar 

ty mgs, the month of October the tables given by the Nor- 
folk (Va.) Landmark show that 222 vessels, with a total ton- 
nage of 200,978 tons, were entered and cleared at that port. 
As compared with 1873 there was a decrease of four vessels, 
but an increase of 2,987 tons. The foreign entries and clear- 
ances were 12 vessels, of 3,639 tons. 


—For the week ending Nov. 14 the grain receipts at the six 
western lake ports, St. Louis and Peoria were 129,764 barrels 
of flour, 1,485,764 bushels of wheat, 791,803 bushels of corn, 
and 350,280 bushels of oats, which is nearly the same amount 
of flour, 6 per cent. less wheat, 35 per cent. more corn and 20 
wa cent. less oats than tor the corresponding week in 1873, 

‘or the crop year, beginning with August and ending Nov. 14, 
the number of bushels of grain of all kinds received at these 
oy was about 57 millions this year, 72 millions in 1878, 66 in 

872, and 64 in 1871. The falling off since last year is about 21 
per cent. 

—Of the easiward shipments of flour and grain from the 
six western lake ports for the week ending with Nov. 14, 29 
cent. of the flour, 15 per cent. of the wheat, 45 per cent. of 
he corn and 31 per cent. of the oats went by rail. 

—Of the grain shipments from Buffalo for the week ending 
Noy. 14, nearly 30 per cent. went by rail. 

—The earnings of the Rome, Watertown & Ogdensburg 
Railroad for October were: 








1874. 1873. Increase. Decrease. P. c, 

Earnings........... $123,674 $115,258 $8,416 sak ae 1% 
Expenees.........+. 73,168 80,848 —s na weee $7,175 8% 
Net earnings..... $50,506 $34,915 $15,591 4455 


Earnings per mile, 1874, $567; 1878, $529. Per cent. of ex- 
penses, 1874, 59.16; 1873, 69.71. 


—The earnings of the Denver & Rio Grande Railway (main 
line) for the second week in November were: 1874, $7,027; 1873, 
$6,580; increase, $447, or 6.8 per cent. 
—During the year ending Sept. 30 the Union Ferry Com- 
any, which owns the leading ferries between New York and 
rooklyn, reports that its ferries carried 45,625,002 foot me 
sengers and 1,602,000 vehicles. The receipts were $1,270,500, 
and the outlay, $1,156,258. 
—The shipments of refined oil east from Pittsburgh for the 
wéek ending October 20 were: Pittsburgh, Washington & Bal- 
fees, 9,142 barrels; Allegheny Valley, 2,067; total 11,209 
arrels. 








THE SCRAP HEAP. 
Railroad Manufactures. 

The ss field (Ill.) Rolling Mills have completed an order 
for the Toledo, Wabash & Western, and will shortly commence 
on one of 2,000 tons for the Union Pacific, 

The North Chicago Rolling Mills are running full double- 
turn, and are making 120 tons of steel and 120 tons of iron rails 
per day. 

The rail mill of the Ridgway Iron Works, Youngstown, O., 
is running single-turn, and making about 100 tons of rails per 


Roster, Bell & Co., of Pittsburgh, Pa., have recently shipped 
locomotives to the Peachbottom Railroad, and to a narrow- 
guage line in Ecuador, South America. 

Dawson & Baily, of the National Locomotive Works at Con- 
nelisville, Pa., have been running with a fall force the whole 

ear. They have recently closed a contract with the Cairo & 

t. Louis Railroad Company which will keep the shops busy 
all winter. 

The Ohio Falls Car Company, of Jeffersonville, Ind., has 
made punctually the second payment, amounting to about 
$100,000, on the extension netes given last winter at the time 
of its partial suspension. 

The Indianapolis Rolling Mills have been re-rolling some 
large lots of rails for the Indianapolfs, Peru & Chicago and 
Louisville, New Albany & Chicago roads. 


The Pascal Iron Works. 

A party of invited guests recently visited the new branch of 
these works at New Castle, Del., and inspected the process of 
making lap-welded boiler tubes which is now in operation 
there. Messrs. Morris, Tasker & Co., the owners of the works, 
hold a large tract of land at New Castle, and intend eventual! 
to move their whole establishment there. A railroad ouak 
traverses the site, and locomotives belonging to the works are 
constantly ommnenen in facilitating operations. Three build- 
ings are completed, occupying 1,143 by 150 feet, and two hun- 
dred dwelling-houses are in progress for workingmen. 


The Pig Iron Manufacturers. 


The blast furnace owners of Eastern and Central Pennsyl- 
vania have been holding a meeting in Philadelphia to consider 
the advisability of curtailing the production of pig iron, or of 
shutting down etegetner fora time, After considerable dis- 
eussion, in which the coal producers were much blamed for 
continuing to maintain high prices of fuel, it was resolved 
that the production of iron should be considerably reduced. 
A call was made for a convention of all the pig-iron manufac- 
turers of the United States ,to be held in Philadelphia, Decem- 
ber 10, snd committees were appointed to secure a full attend- 
ance. 


English and American Forgings. 

The Pittsburgh American Manufacturer says : ‘‘ An English 
ironmaster from Clyde, Scotland, recently visited this coun- 
try, and made a tour through the Western States. At Chicago 
he saw sixteen car axles made by one steam hammer in one 
day. He had heard that we could make double as many axles 
in a day as they could in England, but always thought it was 
a ‘Yankee blow.’ Now he ‘acknowledges the corn,’ and says 
eight axles per day is the number usually made in England 
with one hammer. He further says that all our shafting and 
forging is done cheaper than in England. He visited several 
of the Pittsburgh works, and at Wm. Miller’s he was again 
surprised to find that fourteen to sixteen axles per day could be 
made with one hammer. He was convinced that the main 
cause of this was the superiority of our machinery, and the 
fact that we use a blast for our heating furnaces instead of a 
draft, as is generally used in England.” 


An Extraordinary ‘Locomotive. 

A locomotive of extraordinary proportions, if the descrip- 
tion of it given by a San Francisco reporter is correct, has just 
been finished by Moynihan & Aitken of that city for a narrow- 

auge road belonging to a coal company at Coos Bay, Oregon. 
We are told that “the cylinders are 75 inches diameter and 14 
inches stroke. There are four drivers, 36 inches diameter. 
The boiler shell is 36 inches diameter and 14 feet long. It is 
12 horse-power and carries 175 pounds of steam. e cylin- 
ders are connected with one piece of solid casting and a solid 
piston with spring packing. It is calculated that it will carry 
40 tons. The locomotive, wit: water-end tender, will weigh 
about 10 tons.” 

Engineers generally would like to know how these 75-inch 
cylinders are arranged ; possibly the 36-inch boiler is placed 
inside of them. It would also be interesting to know what is 
the peculiar function of the “solid piston with spring pack- 





ing” which is described as part of the connection between the 
cylinders and how it is attached to the “one piece of solid 
casting.” And it would not be amiss to give a more detailed 
description of a ‘“‘water-end tender,” which is something we 
ae = familiar with, though it may be common enough at 
5008 Bay. 


Apparatus for Recording Signals Automatically- 
r. W. Smith gave an account before the British Association 
of an egpentene devised by him for recording signals auto- 
matically,on a paper, in connection with the movement of 
railroad trains, so as to show exactly the circumstances under 
which the movements of the train had been directed and 
executed. The apparatus itself records: 1. The directions 
re and received for regulating the movements of trains ; 
. The movement of every signal of every kind or description ; 
8. The movements of the points and other portions of the roa 
and way affecting the movements of trains or engines ; 4. The 
passing of trains in every direction ; and, 5. e time and 
relation to such movements, etc., all in a succinct form, upon 
the same roll or strip of paper. These results are obtained by 
connecting with the reciprocating parts of the points and sig- 
nal-working or to the interlocking gear a peculiar arrangement 
of electric contact-making and Treaking apparatus, acting 
through a simple electro-magnetic contrivance, which, in turn, 
operates on and deflects a pen or style, which records upon 
the strip of paper the movements in question. 


European Railroad Congress. 

_ The Swiss Government has presented notes at London, Ber- 
lin, Paris, St. Petersburg, Vienna and Rome, proposing to 
convoke an international congress of all railroad administra- 
tions in my The following four points are, as 1t is stated, 
proposed for deliberation: 1, The limits of the responsibility 
of the company which originally receives goods for a distant 
destination and that of the companies which transport the 
goods afterward. 2. What is t» be considered a competent 
tribunal in ease of disputes between the diverse interests? 
3. The establishment of a unitorm procedure to ascertain the 
damages caused to goods during the time that they are in the 
pam | of the railroad companies. 4. The acceptance, as a 
general rule, that the company which finally delivers the 
goods shall be responsible to the receiver, reserving, of 
course, its rights as against the companies which preceded it 
in the carrying. 








OLD AND NEW ROADS. 
Baltimore & Ohio. 


The United States Cneyeme Court has given its decision in 
the suit of the State of Maryland against this company. It 
affirms the decision of the lower court, which was that there 
was no such contract as weuld require the payment ot the in- 
terest or dividends due the State in gold. Tore is no ground 
for the implication that the company assumed to pay its dues 
to the State otherwise than in the money current at the time. 
and the fact that the company did pay the State in sterling 
funds in London down to 1865 cannot change the construction 
of the contract. 

It is reported that the Erie Company is desirous of making 
an agreement by which all its Chicago business shall be sent 
over this company’s lines from Mansfield, O., the crossing of 
the Lake Erie Division, and the Atlantic & Great Western 
road, Negotiations are said to be in progress. By such an 
arrangement freight from Chicago to New York would pass 
over 294 miles of the Baltimore & Ohio’s lines, and 682 miles 
of the Erie and Atlantic & Great Western. 

Through trains between Baltimore and Chicago are runnin 
regularly. The difficulty about the passenger depot in Chi- 
cago has not been adjusted, and temporary accommodations 
for passenger traffic have been fitted up in the freight house. 

A new round-house which was being built at Keyser, West 
Va., was blown down in the violent storm of November 23, in- 
juring a number of men. 


Oairo & 8t- Louis. ' 

The negotiations for the use of the tei minal property of this 
road at Cairo, Iil., by the Cairo & Vincennes were broken off, 
mainly on account of a difference of opinion as to the location 
of the freight depot. It is said, however, that they will be re- 
sumed, and that matters can be easily adjusted. 

The track on the southern end of the road has been laid to 
Unity, [ll., 15 miles north of Cairo. A second eonstruction 
train has been put on the road. 

The round-house at East St. Louis was destroyed by fire on 
the night of November 19, with an engine which was in at the 
time. The loss was about $10,000. 


Lake Ontario. 

Freight trains now run to Webster, N. Y., 62 miles from Os- 
wego. The work is progressing rapidly, and it is intended 
to have trains running to Charlotte shorfly. 

A preliminary survey has, it is said, been made for a line 
from Rome, N. Y., to Albany, south of the Central. It is in- 
tended to connect this road directly with the Boston & Albany 
and Hoosac Tunnel lines. 


Delaware, Lackawanna & Western—Morris & Essex 

Division. 

Notice is given of an application to the next Legisla- 
ture of New Jersey for a supplement to the charter of the 
Morris & Essex Company, to authorize that company and its 
assigns to establish and operate a ferry or ferries aeross the 
Hudson River. 


New Mail Route. 

Mail service has been ordered over the New York & Canada 
Railroad from Whitehall, N. Y., to Port Henry, 41 miles, to 
begin December 1. 


Northeastern, of Georgia. 

Grading is in progress on this road from Elberton, Ga., 
northwest to the mye | of the Atlanta & Richmond Air Line 
at Toecoa. A number of convicts are employed in the works. 


Nashville, Chattanooga & St, Louis. 
There has been a strike of the freight brakemen on this 
road, who desire an increase of pay from $50 per month to $2 
per day. A number of them assembled in the Nashville Yard 
and refused to allow trains to be sent out. Several of the 
leaders, however, were arrested, and trains were run out with 
other help. 


New Jersey Midland. 

The trouble with the New York & Oswego Midland has been 
adjusted, and the freight frgm that road is now forward 
over the New Jersey Midland as usual. The latter company 
has arranged for the use ot Pier 16, North River, in New ork, 
which will be used as its freight depot in that city. 


Ohicago, Saginaw & Oanada. 

Pac contre for the bridge over the Saginaw River at East 
Saginaw, Mich., has been let to the Canton (0.) Wrought 7 
Bridge Company for $42,000. There is to be a stetale 
feet long, one raft-span of 160 feet and pile approaches oF 
each side. The pile-drivers are already at work. 


Central, of Iowa. 

The bondholders met in New York, November 24, and re 
ceived the report of the committee appointed at previow 
meeting. The committee reported that the present a , 
tration was conducting the affairs of the road with economy: 
Their efforts to secure harmonious relations with the 
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bondholders had not been successful, but they entertained 
bones ofa better understanding hereafter. The committee 
did not recommend a foreclosure, but prefer an amicable re- 
organization on a basis which will satisfy all claimants. The 
meeting resolved to continue the committee, with instruc- 
tions, to prepare a plan of reorganization. 
Burlington & Southwestern. . 

The Chieago, Burlington & Quincy Com ong bee begun suit 
to.recover from this company a debt of $37,369.56, for freight 
carried and for back charges on freight paid in , 


The Brotherhood of Locomotive Engineers. 

A meeting of engineers from different roads was held in 
Chicago, November 24, and resolutions were adopted protest- 
ing against any rcduction of pay and stating that the present 
system.of pay, by the trip, is in itself a sufficient reduction 
and should be abolished, as it is not a just system. 

Meetings. 

The following companies will hold their annual meetings at 
the times and places given: 

New York & New England, at the office No. 224 Federal 
street, Boston, December 1, at 11 a. m. 

Central of Georgia, at Savannah, Ga., December 16, al 
11 a. m. 

Richmond & Petersburg, in Richmond, Va., December 9. 

Richmond & Danville, in Richmond, Va., December 9. 
Dividends. 

Dividends have been declared by the following companies : 

American Express, 3 per cent., semi-annual, payable January 
2, 1875. 

Sussex Railroad, 3 per cent., payable November 16. 


Allegheny Valley. 

A meeting of creditors was to be held in Pittsburgh, No- 
vember 27, for the purpose of completing and carrying into 
effect the agreement made some time ago. The agreement is 
to be ratified by the United States District Court in bank- 
ruptcy. 

Worcester Oounty Central. 

The surveys for this road are now complete from the Ware 
River road at Hardwick, Mass., south by east to Worcester, a 
distance of about 30 miles. It is also rene to survey a 
brauch line from East Brookfield to Southbridge, the terminus 
of a branch of the Boston, Hartford & Erie. This latter line 
will give a connection with Providence by using the Boston, 
Hartford & Erie track to East Thompson, Conn., and then 
building about nine miles of road to her @ k. L, the 
present terminus of the Providence & Springtield road. 


Painesville & Youngstown. 

The track is laid to Youngstown, O., 10 miles southeast of 
the late terminus at Niles, and 60 miles from Painesville. The 
track is being ballasted and trains will soon run over the 
whole length of the road. It is now the third longest narrow- 
gauge road in the United States, being exceeded in length 
only by the Denver & Rio Grande and Cairo & St. Louis. is 
intended to be mainly a coal-road. 


Paris & Danville. 


Iron for the extension of the road from Marshall, Ill., south- 
ward, continues to be received. Two new engines from the 
Baldwin Locomotive Works have been received, Work on the 
extension is progreasing steadily. 


The Master Oar-Builders’ Association—Monthly Meeting. 

The regular monthly meeting of the Master Car-Builders’ 
Association was held at the rooms of the Association, No. 113 
Liberty street, New York, on tue evening of November 19. 
Professor R. H. Thurston, of the Stevens Institute of Technol- 
ogy, exhibited and explained his machine for testing the 
strength of metals. A discussion followed Prof. Thurston’s 
lecture. 

There was also some discussion on a system of ventilation 
presented by a gentleman from Portland, Me. 

New Orleans, Mobile & Texas. 

The road and property west of the ne gi were sold in 
New Orleans, November 18, by the United States Marshall 
under order of the Circuit Court. The property was bough 
for $450,000 by Frank M. Ames, Trustee. A new company will 
probably be organized to complete the road. > 

New Orleans papers are informed that a large majority of 
the purchasing bondholders are in favor instricting Mr. Ames 
to sell the om | to the organization now proposed to be formed 
in New Orleans, provided that corporation receives such sup- 
port as to make it probable that the road will be finished 
Texas within a reasonable time, say a year. Much work has 
been done on the line, and there is nearly 100 miles graded, 
besides the 70 miles of finished road from New Orleans to 
Bayou Goula. 


Atlanta & Richmond Air Line. 


A Selogeoms from Atlanta says that Judge pageens has ap- 
pointed Mr. L. P. Grant Receiver of this road, He is now the 
second Receiver appointed, and it is not stated in what suit 


the appointment is made, or whether it supercedes the former 
one. 


Cazenovia, Oanastota & De Ruyter. 


The sale of this road has been postponed until Novem- 
ber 28. 


Frederick & Pennsylvania Line. 

The Frederick (Md.) Union says that® the General Superin- 
tendent ofthe Pennsylvania Railroad, with a party of other 
gentlemen, has been wy cover | this road, and it is reported 
that the road is to be leased to the Pennsylvania Railroad 
Company and extended from Frederick to Washington. 


Selma, Marion & Memphis. 

A meeting of the stockholders is to be held in Memphis. 
Tenn., December 9, for the purpose of considering the deman 
of the bondholders for the transfer of all property of the com- 
pany to the trustees under the provisions of the mortgage 

eea, 

Utah Southern. 

The Salt Lake Herald says: 

“ We learn that track-laying on the extension of the Utah 
Southern has already been commenced. The contracts for 
grading the road to Payson have all been let, and men are at 
work on almost every portion of the line. From present ap- 
pearances many weeks will not pass ere the cars will be run- 
hing to Payson, and if the weather continues favorable Santa- 
quin will be reached before spring. 

‘Several car-loads of rails arrived on Saturday, and the 
balance of the amount to lay the first 25 miles of track is en 
route and expected to reach here before it is needed.” 


Gilman, Olinton & Springfield. 

The Master in Chancery, who has been taking testimony on 
certain points involved in the suits against this company, has 
submitted a report, which finds that 14,000 shares of stock of 
the railroad were fraudulently issued to the Morgan Improve- 
ment Company; that directors of the railroad were members 
of the Improvement ee that certain lands deeded to the 
railroad company for the location of buildings and shops were 
wrongfully pledged to the Improvement Company for an ad- 
vance of Fee LY pen lands not having been improved in the 
manner stipula and agreed; that the contract for furnish- 
ing coal between the railroad company and the Barclay Coal 


Company was illegal. The coal contract, it appears, was vol- 


This company is ove J built by Joseph Hall & Co., of Rich- 


J. D. Imboden, and can raise two cars at once w 
are being changed. 


Shenandoah Valley. 


le the trucks 


aid from the Pennsylvania Railroad Company and will resume 
work, which, however, does not appear very lisely. 


Gulf, Colorado & Sante Fe. 

This company advertises for pro for building the first 
section of the road, from Gaiveston, Tex., west to Columbia, 
on the Brazos River, a distance of about 50 miles. The whole 
work will be let together, or the grading and bridging sepa- 
rately. Information as to the location, fame etc., can be 
had on application to Braxton Bragg, Chief Engineer, Galves- 
ton, Texas. 

Proposals will be received until December 1, 


Cincinnati Southern. 


The trustees advertise for sealed proposals for the tounda- | 
tions, masonry and superstructure (in one contract) for the 
great railroad bridge over the Ohio River at the foot of Horne 
street, Cincinnati, for the Cincinnati Southern road. Pro- 
posals will be received until January 18, 1875, and must be on 
printed forms and directed to the board of trustees, at their 
office, No. 70 West Third street, O‘ncinnati, O. 

Plans and specifications can be seen at the Engineer's office, 
at the same place. 

The work on the sections contracted for in Kentucky and 
Northeastern Tennessee is sftcetgoaian steadily, anda large 
force is stillon the road. Most of the tunneling is well ad- 
vanced, 

Wisconsin Railroads. 

The extract given is trom the annual report of the Secretary | 
of State of Wisconsin: 

“The following railway companies were incorporated dur- 
ing the past year, under the provisions of chapter 119, laws of 
1872: e Hudson Railroad Company, The Cream City Rail- 
road Company. The following changes of names were ef- 
fected under the provisions of the same law: Milwaukee & St. 
Paul Railway Company, to Chicago, Milwaukee & St. Paul 
Railway Company, and Chicago & Northern Pacific Air Line 
Railway Company, to Chicago Portage & Superior Railway 
Company. 

The following are the names of companies operating in the 
State, with the number of miles operated in Wisconsin: 





Chicago & Northwestern........++++« eocescccccccccccce soseee 373.64 
Green Bay & Minnesota.........essecceceeseces © senneerees 50.00 
La Crosse, Trempeleau & Prescott.... 0.1.00 .eee ee ceeeeeeeee 28.00 
Madison & Portage...... ...seeceeceesessees 000 cesscccececces 39.00 
Milwaukee, Lake Shore & Western..........-eseeeeeceeeneees 125.90 
Milwaukee & Northern........cccecees ceeeecereeceeeccveves 125.77 
Milwaukkeo & St. Paull. ...c0csccccccccce -covcrcccecescosscses 724.00 
Mimoral Point. ... 0. cece ccccccccs cocccccescesccvescceseegeces 49.00 
Northwestern Union .. ......26 ccccccce ovccvccscccccsssess 63.60 
Prairie du Chien & McGregor.........-scceceeeeeeeeeseereees 1.75 







St. Croix & Lake Superior........6+.--. 06-05 


Sheboygan & Fond du Lac 78.40 
Superior & St. Croix..... 15.30 
Western Union.... 85.20 
West Wisconsin .. 192.00 
Wisconsin Central. 0 eh oeccecosceseocoeces 320.00 
Wisconsin Valley........--.00+ seseee $009:0000000000 000000 0000 60.00 

Wath nc ccccceccscnccccccccscencces ccccesecess* coccose 2,531.46 


From the tabulated statements showing the business of 
roads that were operated in the State during the year 1873, the 
following summary is compiled : 


Length of roads operated in Wisconsin, miles 2,531 46 


sees eteeee 





Paid up capital 8tOck.......s0-cesseeseeseecseneeceeees $75,689,117 82 | 
Total cost of roads and equipments............ . 147,410,893 73 
Dividends pald.......sscereccccccecvcccersseeceesssuss 1,132,136 37 | 


$6,199,031 64 | 








Receipts—Passengers 
Mails....... 441,226 58 | 
Express.... 472,826 67 
Freights ......ccccccccccseccsscccseseecvere 18,320,578 64 
GERSE BORTOOD 6 occ ccccoscccccccccccvencetses 605,531 97 
Dotal. .cccccceccecece socseoe eecccccccsevece seers $26,039,195 50 | 
Gross earnings in Wisconsin...........+..sseeeeeeers $11,408,579 42 | 
Total operating expenses........-- «+ seees eocccccces 


14,958,243 00 
Other expenditures, including interest, taxes, new con- 





struction, dividends, and tor other purposes,........ 17,778,780 76 | 
Losses from casualties........++-seeeseeeeeees opecee oe 7,040 27 
Tndebtedness.........+:+ .sse+s see Trey caadeens 77,449,517 87 | 
Freight in tons Carried ........0.ccccsrecccccsseserves 5,223,948 
Number of cattle and horses..........-042+  s weweee 237,996 


Number of hogs and sheep..... 
Number of through passengers 
Number of({way passengers 
Number of persons killed 


CRxeeeeeene 2 50000 1,268,176 


Cee ween ee Cee eee wer eeeeee 


Killingly, Conn. It is now proposed to continue it further to 

Elliott, on the Boston, Hartford & Erie. There is talk of mak- 

ing the road part of a ling from Providence to Springfield, 
ass. 


Kensico & Rye Lake. 

Work has been begun on this road, which is to be about five 
miles long, and is toran from the New York & Harlem at 
Kensico, N. Y., cast to Rye Lake. It is expected to have a 
considerable passenger business in the summer, and in winter 
to be used for the transportation of ice. 





gg | thorough and expensive overhauling. 
Number of persons injured........ eeprertsan aes ” | the funds for this reconstruction ? Tuere are no funds, Those 
Ponagansett. 


-— 


that a competent, disinterested person will be appointed, who 
untarily aban ioned by the Barclay Company, as it proved un- | will protect t Lae - 


the interests of all parties. 
profitable. eo Rey says that, oy et fa gee | hag er he = 
‘ * e company wiil pro or a reditors an 
Richmond & Danville. Phe. y P eq 


t nearly all the floating debt holders are joining with 


Colonel Frost and himself in this movement 
mond, a new car elevator to be used for changing the gauge , : 
of cars. The machine is of a new pattern designed by Gen. | Southside, of 


land. 


This compen aes nm ed and has filed its certificate 
at Annapolis, Md. The 


is to run from Baltimore west to 


Ellicott City, about 10 miles. The capital stock is $60,000. 


It is again reported that this company has secured material J arnold Proak Prick Hee Grane, H. 5. a Soe 


Wilkins, James 


Alabama & Chattanooga. 


In his annual message the Legislature, the Governor of 
Alabama makes the following statement of the connection be- 
tween this road and the State: 

“The present condition of the Alabama & Chattanooga 
Railroad is of the greatest importance to the credit of the 
State, as her liability for the endorsed debt of that corporation 
is the only obstaclo 0 the resumption ot the payment of in- 
terest on our debt. The liability of the State, as endorser 
under the acts of the General Assembly of Alabama for $4,720,- 
000 of the bonds of that corporation has never been questioned 
byany department of the State. On that liability the State 
paid, during the administration of my immediate predecessor, 
in interest the sum of about $834,000, and there are now in 
arrears the sum of ag try as interest—and it is believed 
that this is short by $110,000. The State also became re- 
— for the sum of $312,000 as purchase money bid by 

overnor Lindsay at bankrupt sale and has paid large sums as 
fees to attorneys; $140,000 have been paid to the employes of 
the road, under the receivership of the State, when first 
seized by Governor Lindsay. Besides there are quite a num- 
ber of suits now pending against the State for damages to per- 
son and property, happening during the holding of the road 
by the Receiver. 

“On the 30th day of May, 1872, the trustecs of holders of 
the first-mortgage bonds filed their bill in the chancery side 
of the Circuit Court of the United States, held in Mobile, rep- 
resenting, and being the only parties who can, in a court of 
chancery, represent the said bondhelders, on which said 
Court, by decree, authorized receivers therein appointed to 
issue certificates to the amount of $1,200,000 to be used in re- 
pairing and equipiug said road in order to prevent its dete- 
rioration and ultimate total loss, which certificates, by said 
decree, are declared to be a prior lien to the first-mortgage 
bonds, endorsed by the State. It does not yet appear what 
amount of said certificates have been used by said receivers. 
But it is well known that the condition of said road was not 
thereby improved. 

os y a decree of August 24, 1874, of the same Court, the road 
was placed in the hands of the trustees of the holders of the 
first-mortgage bonds of the road, who now control and manage 
the same under the decree.” 


Alabama Railroads and the State. 


The Governor of Alabama, in his recent annual message 
Bays : 

**The South & North Alabama Company has complied with 
the Act of the General Assembly, approved April 21, 1873, and 
has surrendered her endorsed bonds to the amount of $3,635,- 
000, and received from the State bonds to the amount of $341/- 
000, under said act of the Legislature. 

The Savannah & Memphis Railroad has made no default in 
po of her interest, and has completed 20 miles of addi- 

ional road, for the examination of which commissioners bave 
been appointed, but have not yet reported. 

“The other railroads for whom the State has endorsed 
bonds are in default in the payment of interest on their bonds, 
and those which are incomplete are doing nothing in the con- 
struction of their 10ads.” 


Kalamazoo, Lowell & Northern Michigan. 
This cmeety has been receiving bids for the frading of the 


section of the road through the township of Hope in Barry 
County, Michigan. 


Kansas Midland. 


The contractors, McDonald & Toney, have begun laying 
track at both ends on the section of road from Kansas City, 
Mo., to De Soto, Kan., 22 miles long. It is intended to have 
this part of the road completed in December. 


New York & Oswego Midland. 

In _ an editorial on the “ Failure of the Midland Railway,” 
the Utica (N. Y.) Herald savas : 

““We have not yet told the worst of this story of the New 
York & Oswego Midland Railway, The gigantic folly of its 
building, in the manner and at the time adopted, have still 
more emphatic illustrations than the above, The road runs 
largely through a wild, unsettled, mountainous section of 
country. Many miles of the road are built upon trestles. The 
any of these continuous trestlings have boen standing 
and in use five or six years. They are rapidly falling into de- 


ioe ais | ony They have had little repair since their origina) construc- 
0 | 


tion. 


8,167,620 | fy _ = time passes, they become weakened and dangerous. 


road is to be continued in use, it must soon have « 
Whence are to come 


ho have already lost their money in this enterprise have 


w 
The survey is completed from Providence, R. 1., west to | little temptation to sink more there, in the hope of saving the 


original iavestment. In short, the futare of the road looks 
even more discouraging than its brief past has been. A pro- 
ject is already under serious consideration by the re- 
ceivers to abandon that portion of the road running from 
North Bay on Oneida Lake to Smith's Valley, and build a 
connection from North Bay to Rome, seven miles, and run 
thence over the Rome & Clinton, and Utica, Clinton & Bing- 
hamton branches to Smith’s Valley, and thence over the main 
line south. This deviation makes the route considerably 
longer, but the grades are so much better than upon the main 
line that it is believed that the change will be an advantageous 





Housatonic. 

This company has recently completed a platform car, which 
is intended to carry 30 tons as its ordinary load. It is used in| 
transporting blocks of marble from the quarry. 


New Haven, Middletown & Willimantic.! 

This company has begun suit against the town of Chatham, 
Conn., to compel the guarantee by the town of $40,000 of the 
Company’s second-mortgage bonds, in accordance with « vote 
passed two years ago. 


Toledo, Peoria & Warsaw. 

Vernam, late Manager, and Mr. C. L, Frost, formerly 
for some ten years President of the company, have been ro- 
cently in Peoria on business, and have informed the Peoria 
Transcripl that they are applying for a receiver for the road ; 
that the road was placed in the hans of the Illinois Centra 
Company by consent, with a view to the neg eshte | of the 
whole property intact, and carrying it for the benefit of the 
creditors and stockholders up to July 1, 1876, but in violation 
of that understanding they have lately abandoned the Bur- 
lington Division, thereby ruining that division and mang a 
large amount of the Eas of the company in Burlington 
nearly worthless, and that, to say the least, the management 
of the road by the Illinois Central is unsatisfactory to nearly 
all the parties interested ; that a motion for a receiver will be 





one—more especially as the multitudinous trestles on the main 


| line demand expensive and constant repairing. Such a change 


as this contemplated one shows the extraordinary lack of 
judgment that was displayed by the projector of the Midland 
in locating its route. The Lyon Brook suspension bridge at 
Oxtord was built at a cost of half a million doilars, to’secure 
the subscription of a quarter of a million, which Oxford was 
willing to give to secure the road, Not only was this bad 
policy, financially, but it took the road entirely out of its direct 
route, thus a another and an entirely unnecessary one 
to the innumerable impediments which prevent the Midland 
from ever becoming a trunk read that can compete on equal 
grouads with the Central. It is unnecessary to remind those 
at all familiar with the road of the nature of these impedi- 
ments. The three miles zig-2ag over the mountains near Wal- 
ton is a sample of them. 7° 

“The present problem is how to keep the road open at all. 
There seems to be no question but that Receiver Hewitt's 
management is as careful and as economical as possible. 
Nevertheless, every train that he sends over the road is run at 
a dead loss. Every day adds to the pile of indebtedness, in 
the shape of receiver's certificates, which are a first lien upon 
the road. Of course, this state of things cannot go on for- 
ever, Of course, every day that passes makes it worse. The 
first-mortgage bondholders have long been engaged in devis- 
ing a plan for the reorganization of the road. It is generally 





made before Judge Drummond on the 28th, whenit is expected 


admitted that the plan + by the committee appointed 
Sut it is 


by the bondholders is the best that can be framed. 
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equally evident that the investment cannot be saved by the 
simple purchase cf the road, and its managemént 2% 
company or to represent the bondholders. C) 
investment cannot be unless the road can 
be meade to obits To make it pay, will require the 
infusion of ional capital, and not a little of it. 
The bondholders cannot be relied upon for this. The only 
present salvation of the road seems to be to turn it over to 
some well-established, wealthy compen -to be run in con- 
nection with eR panne roads, ¢ Delaware & Hudson 
Canal Company ng ge itself as the proper one to under- 
take this task. Run connection with its coal transporta- 
tion, and be anagem by its capital, the Midland may in time be 
made & paying r But such a transfer could hardly be 
made without a great sacrifice on the part of the first mortgage 
bondholders. And indeed, the Hudson Canal eve of is said 
to be unwilling to assume the risk of such a venture. It re- 
fused, some time ago, to take the management of the Clinton 
Branch of the Mi on the ground that it did not want the 
annoyance. It is plain that there are infinite difficulties be- 
setting the future of the road, whatever course may be de- 
termined upon.” 


St. Paul &*Sioux City. 

This comeing recently decided to take off the Manksto ex- 
press, which leaves St. Paul at oy, wm Mankato early in the 
morning. This action was taken use, under the rates al- 
lowed by the State Railroad Commissioners, the receipts from 
the train were much less than the expenses. 

Subsequently, on petition of a large number of business men 
along the line, the company consented to continue to run the 
train, on condition that passenger fares by that train shall be 
at the old rate of five cents per mile. If objection is made by 
any considerable number of people, or by the Railroad Com- 
missioners Officially, the train will be withdrawn. It is 
claimed that since the reduction of fares by the Railroad Com- 
missioners, this train has been run at a monthly loss of $1,500, 


Chicago & Pacific. 

The grading is completed to Bender Hill, 11l., 37 miles west 
of Elgin, and the track-laying will be begun at once. The Ty- 
ler Creek bridge, 38 feet high and 288 feet long, is nearly fin- 
ished. Boone & Noble, the bridge contractors, are to have all 
the bridging to Rock River done by Jan 1. Their work 
includes one bridge at Kishwaukee, 320 feet long and 20 feet 
high, and one over Killbuck Creek, 25 feet high and 360 feet 
long. Both are - a It is hoped that the road will 
be open, to Rock River early next year. 


Galveston, Harrisburg & San Antonio, 

The first nine miles west of Luling, Tex., is already under 
contract, and work has been begun. A new station is to be lo- 
cated about midway between the San Marcos and the Guada- 
lupe. 

Maoon & Knoxville. 

Gen. C. B. Stuart, on behalf of the parties who recently 
leased and contracted to purchase the Knoxville & Charleston 
Railroad, has —— to make a preliminary examination of the 
proposed route from Knoxville, Tenn., to Macon, Ga, 


Utica, Ithica & Elmira. 

This company has bought a tract of land at West Junction 
near Horseheads, N. Y., and is putting up the necessary coal 
trestles and pockets for a transfer yard. The transfer of all 
the Blossburg coal from broad to standard. gauge cars will 
hereafter be made there. 


Mobile & Montgomery. 

The purchasers of this road at the sale, November 16, were 
Joseph Morris, T, H. Porter and P. ©, Calhoun, the trustees 
under the mortgage, and it was bought for account of the 
bondholders. e sum paid was $3,022,517 71, which is the 
amount specified by the court as necessary to cover the bonds 
with accrued interest and costs of the suit. The bondholders 
will probably organize a new company at once. 


Vicksburg & Oanton. 

This company is in trouble, and all its effects have been 
se +4 the hands of a receiver. It has, we believe, no road 
finished, 


New Oastle & Franklin. 


The extension from Mercer, Pa., northeast 12 miles toStone- 
boro is completed, and the road is now open for traffic trom 
the Pittsburgh, Fort Wayne & Chicago at New Castle to the 
Jamestown & Franklin at Stoneboro, 86 miles. With these 
two roads it makes a line from Franklin to Pittsburgh, 107 
miles long, or 16 miles less than the Allegheny Valley line. 

Arrangements are being made to extend the road from 
Stoneboro or Sandy Lake, nearly due north to Meadville, 
about 21 miles, 


Delaware River & Bound Brook. 

A correspondent of the Trenton (N. J.) State Gazette says 
that the whole of the road is now tinder contract. On the 
First Division, from the Delaware to Stony Brook, the grading 
and eyoney x Ay let to Biley & McGovern, of Easton, Pa.; on 
the Second Division, from Stony Brook to New Harlingen, N. 
B. Ashley, of Scranton, Pa., A. Stiles and John Rehill have each 
three miles of grading. The grading from New Harlingen to 
Bound Brcok, nine miles, is let to Hugh Rehill, of Elizabeth, 
and Nolan Brothers, of , Pa., have the masonry for the 
18 miles from Stony Brook to Bound Brook. The contractors 
are all at work with good force. 

On the Pennsylvania side of the river, where the North 
Pennsylvania eae | is building its branch, the contractors 
are McGrann & Co., of Lancaster, Pa., and they are pushing 
the work forward, 
Union Depot in Chicago. 

The Chicago Times has a report, which it claims is reliable, 
that a grand union passenger depot is to be built in Chicago 
by the following companies: Chicago & Alton, Chicago, Bur- 
lington & ng 19) , Milwaukee & St. Paul, Chicago & 
Northwestern, M chigan Central and Pittsburgh, Fort ayne 
& Chicago, The depot will be commenced in the spring and 

will occupy the grea of the space between Van Buren 
and Madison streets, and Canal street and the river, where the 
temporary structures of the Chicago & Alton and the Fort 
Wayne roads now are. The cost will be $2,000,000. The neces- 
sary agreement has been signed, the Times says, by all the 
companies named, 


St. Louis & Florissant. 

Efforts are being made to secure the funds necessary to iron 
this road, the ing of which is all completed. It will run 
from Grand avenue and Olive street in St. Louis to the St. 
Charles rock road, thence to the Natural Bridge road, thence 
through to Florissant. Itisto be a narrow-gauge road and 
intended mainly for suburban traffic. 


Fond du Lac, Peoria & Amboy. 

_ An engineer connected with this company gives the follow- 
ing account of it: The survey for this road has 
been completed from Peoria, Ill., to Fond du Lac, Wis., cross- 
pr a Rock Island and , Burlin & Quincy roads 
at Wyanet, Ill, The Clinton 5 0, Burlington & 
Quincy at Walnut, Illinois Central at Amboy Dixon 

at Achton, Coes & Iowa at Flag Centre. cago & North- 
western at Belvidere (Galena Division) Chicago & North- 
caged arthmesicen Si apres Uiledien Dee whee 
cago Wi a’ nm Division wau- 
kee & St. Paul at Whitewater, La Crosse Division, waukee & 


St. Paul at Iron Ridge, thence via Mayville to Fond du Lac. 
The survey exhibits an excellent alignment, grades not ex- 
ceeding 50 ft. per mile at any point and generally light work. 
The entire region intersecte ed this line is fine in an agricul- 
tural point of view, well populated and in need of additional 
railroad facilities. As the line passes forty miles through the 
Illinois coal-beds, it will put coal at very moderate 
prices within the reach of a ae population at 
present unsupplied. It will also materially reduce the cost 
of lumber to all its points south of Fond du Lac, Connec- 
tions with Chicago and Milwaukeee are included in the enter- 
prise. It meets with great favor from the people along its 
route. The road is estimated to cost not above $12,000 per 
mile, including equipment. Judge A. Kinyon, of Amboy, Ill., 
is President of the company.” 

The direction of such a road would be east of north from 
Peoria to Fond du Lac, Until the Northwestern is reached, 
the country on its lines is supplied with wood directly by the 
east and west road, which crosses it, and the Northwestern sup- 
plies the people on its lines from connections both in the east 
and the west of Lilinois, and the Wilmington coal mines are 
quite as near Fond du Tac by existing lines as Peoria by the 
proposed line, which would pass from end to end through a 
country plentifully supplied with railroads, mostly east-and- 
west lines, in accordance with the prevailing direction of 
traffic, 


Fort Wayne, Muncie & Cincinnati. 

The suit in which receivers have been pepetetes has been 
brought in behalf of owners of $800,000 of bonds mainly held 
in Germany. They allege that they paid from 92 to par for 
their bonds, while the remaining $1,000,000 were sold to 

arties in Boston at 70, the same partics securing also a con- 

rolling interest inthe stock. Default was made in October, 
1872, and no interest has been paid since. The trustees, how- 
ever, took no action in the premises, but allowed the company 
to go on subsequently and issue equipment mortgage bonds 
for $845,000, which were sold at 55. The trustees under the 
pynipasent mortgage organized themselves into a corporation 
by the name of the Muncie Transportation Company and 
bought the new equipment in that name and then leasedit to 
the road at such a rentalas would pay 8 per cent. interest on the 
$345,000 bonds. ‘This rolling stock they now threaten to with- 
draw on account of non-payment of the rental. 

The German bondholders now bring suit to recover their in. 
terest, or, failing that, for possession of the road. 

The receivers bave testified in court that on penny Lp omen 
sion no books, papers or money were turned over them. 
The bank account is overdrawn, and it is represented that 
large amounts are due to connecting roads, besides about $15,- 
000 to the Gaylord mills for iron. 

The bondholders have had an attachment put upon the 
equipment owned by the Muncie Transportation Company and 
have begun suit against that corporation to recover all the 
money alleged to have been fradulently received from the rail- 


‘road company. 


The Land Grants to the Pacific Railroads. 

From the records of the General Land Office at Washington 
it appears that the total number of acres actually patented to 
the Pacific railroad companies thus far is: Union Pacific, 
709,954 acres ; Central Pacific, 672,611; Kansas Pacific, 413,000; 
total, 1,795,565 acres. The number of acres selected but with- 
held from patent to await the completion of the roads under 
the report of the Commission of 1869 was: Union Pacific, 
188,222 acres; Central Pacific, 61,435. The two roads now 
being accepted as completed are entitled to patents for the 
remainder of their land-grants. The whole grants amount to 
12,000,000 acres for the Union and 9,100,000 acres for the Cen- 
tral Pacific. The estimated quantity of land which the Kan- 
sas Pacific may receive is 6,000,000 acres. The act of July, 
1864, provides that before patents are issued the companies 
must Pay the cost of surveying, selecting and conveying the 
land. The companies, however, are not obliged by law to 
apply for patents unless they wish to, and no provision has 
been made for enforcing that part of the act of 1864 which 
directs that lands not sold Ly the companies within three 

ears after the completion of the roads shall be sold, for their 

enefit, under the pre-emption law, at $1.25 per acre. The 
companies can, therefore, indefinitely delay their applications 
for patents, the lands meanwhile remaining exempt from tax- 
ation, but reserved from general settlement and subject to 
sale by the companies. 


Northern Colonization. 

The work and preparations for work on this road are so well 
advanced that the company promises to have the cars running 
trom Montreal to Ottawa next October. 


Toronto, Grey & Bruce. 

The Bruce Extension is now completed to Teeswater, Ont., 
25 miles west from the late terminus at Harriston. The new 
portion of the line, which has been under construction for 
pees two years past, was formally opened for traffic Novem- 

er 16, 


Flint & Pere Marquette. 

The iron is now laid to a point five miles east of Ludington, 
Mich., and 15 miles west of the last point reported. The re- 
maining five miles of track will be down in a few days, as the 
tracklayers are busily at work. 


Grand Trunk. 
The Chicago agent gives notice to shippers that the com- 
= is now prepared to give through cars from Chicago to 
ortland and has made arrangements for two English steam- 
ers weekly from the latter port. Rates on fourth-ciass freight 
and grain to Portland will always be five cents per 100 pounds 


less, and on flour 10 cents per barrel less than current rates 
to Boston. 


Rockford, Rock Island & St. Louis, 

Mr. W. H. Ferry, Receiver, reports to the United States Cir- 
cuit Court that he has taken possession of the road and all the 
assets he could find, and that he has $35,859.90 belonging to 
the company. The liabilities for current expenses were: 
wages of employes, $52,310.80; ticket and freight agents, $2,500; 
track rental and depot service, $22,855.11; current supplies, 
$35,450; losses of freight, $2,729.51; total, $115,845.42. ue was 
authorized to pay these debts, which were incurred previous 
to his taking possession. 


Hempstead & New York. 


The completed portion of this road from Valley Stream, N. 
Y., to Hempstead has been sold under foreclosure of mort- 
gage for $50,000. The purchaser was the Brooklyn Trust 
Company, trustee for the bondholders. The road is about six 
— ~ i and has been operated as a branch of the Southern 

oad, 


North Wisconsin. 


The track is laidto a point 26 miles northeast from New 
Richmond, Wis., and 40 miles from thejunction with the West 
Wisconsin near Hudson. This completes the section of 40 
miles which the company had to —- this year to comply 
with the conditions required by the terms of the law under 
which the St, Croix grant was assigned to it, 


Ohicago & Alton. 
This company is making opposition to the laying of a grade 
crossing over its track at Bridgeport, Ill., by the Chicago, 





Danville & Vincennes and will carry the case into the courts, 
if necessary. At the point where the proposed crossing is to 


be made the Chicago & Alton has several tracks, one of which 
is considerably higher than the others, so that a grade cross- 
ing would involye much inconvenience and expense. The 
propesec. crossing is not for the main track of the Chicago, 

anville & Vincennes, but for a branch to the rolling mills, to 
which it carries large quantities of Indiana block coal. 


Oleveland, Oolumbus, Cincinnati & Indianapolis. 

The London Times of November 7 says: ‘Messrs. J. 8. 
Morgan & Co. announce an issue of £500, old consolidated 
mortgage 6 per cent. bonds to bearer, of the Cleveland, Colum-- 
bus, Cincinnati & Indianapolis Railway ie ay at the price 
of 88 per cent., redeemable previous to 1915. The object is 
stated to be for increasing the facilities of the company, and 
the prospectus says that 7 per cent. has been regularly earned 
and paid per annum on the capital stock since 1868.” 


Chicago & Northwestern. 

In consequence of the discovery that counterfeit bonds of 
this company are in existence, the Committee on Securities of 
the New York Stock Exchange gives notice that hereafter 
these bonds, to be received, must be registered in a name and 
not to bearer as heretofore. Genuine bonds can be registered 
at the company’s office. 

The counterfeits are of the 7 per cent. first-mortgage bonds 
dated July 1, 1859, and the numbers of those thus tar discov- 
ered are: 2224, 2245, 2260, 2334, 2346, 2408, 2442, 2547, 2657, 
2668, 2684, 2690, 2729, 2786, 2788. 


New York & Long Branch. 


‘Lhe bridge over Ocean Creek on this road, as designed, will 
have a draw with two clear openings of 41 feet each. Some 
time since the board of chosen freeholders of Monmouth 
County obtained a temporary injunction against the building 
of the bridge unless the draw openings were made 61 feet each. 
Last week the case came up for trial, and the plaintiff failing 
to ard the temporary injunction was dissolved. 

The track has been laid to Perth Amboy, N. J., five miles 
beyond Woodbridge Creek, to which point it was laid some 
time ago, and 11 miles from the junction with the Central at 
Elizabethport. This extension is made now to allow con- 
struction trains to run to the Raritan Bridge, which will much 
facilitate the work there. 


Missouri, Kansas & Texas. 

This company has given notice to the New York Stock Ex- 
change of an intended issue of $7,000,000 preferred stock, 
which is probably required to carry out the tunding agreement 
with the bondholders. 

Notice is given that the time for bondholders to assent to 
the agreement made between the comeses sae August Bel- 
mont, John Pierpont Morgan and Lewis H. Meyer, trustees, 
and the time for funding overdue coupons under said agree- 
ment has been extended until December 31, 1874. 


St. Joseph & Denver City. 

A final decree of foreclosure and sale of the Western Divi- 
sion and the land grant has been entered in the United States 
Circuit Court for Tateesien. The final decree for the Eastern 
Division and so much of the Western as lies in Kansas was to 
be entered in the United States Circuit Oourt for Kansas, 
November 25. 


Indianapolis, Bloomington & Western. 

The committee of second-mortgage bondholders has made a 
formal demand for the surrender of the paws. This is 
preparatory to the beginning of a suit for foreclosure. 

The United States Circuit Court at Indianapolis, November 
18, on petition of certain bondholders —— ed Gen. George 
B. Maton of Columbus, O., Receiver of the road. 

Trouble with the empleyes about their arrears ot wages has 
arisen. The company recently made an agreement with the 
men to pay them regularly hereatter and to pay 10 per cent. 
interest on aJl arrears until they are paid up. This agree- 
ment, however, is not binding on the Receiver. 

The Court has authorized the Receiver to apply any surplus 
of earnings, after paying current expenses, to the reduction of 
these arrears of wages. 

It is stated that the suit in which General Wright is appoint- 
ed Receiver has been begun in behalf of the holders of the 
Extension bonds, very few of which were sold, most of them 
being in the hands of Turner Brothers and others to cover 
advances made, It is claimed that it is really a movement to 
— the road in the hands of the present managers and to 
shut off any suits likely to be brought by the first and second 
mortgage bondholders. 


Chicago & Southern. 

In the suit of J. B. Brown against this company the min- 
utes of the board of directors were put in as part of the an- 
swer. From these it appears that the Chicago, Danville & 
Vincennes ow spent $125,000 for right of way and other 
a, with the understanding that a settlement should be 

ad hereafter. It was arranged that the Chicago & Southern 
should borrow $90,000, to be secured by a deposit of its bonds. 
Of the 320 bonds issued, 220 were deposited as security for 
$114,000 worth of iron, 12 more to secure a note for $6,000, 28 
to secure ufone for right of way, and the remaining 60 are 
held by the company. It is stated that the firm of J. E. 
i Co. never had any personal interest in the road, and 
it is alleged that Brown virtually abandoned the contract and 
failed to complete it. The original directors resigned on ac- 
count of the failure to raise money. 


New Orleans, 8t. Louis & Ohicago. 

In the Louisiana “a Oourt, November 18, judgment 
was given against the City of New Orleans for $157,000, on 157 
city bonds issued in 1854 inaid of the New Orleans, Jackson & 
Great Northernroad. The principal of these bonds felldue 
May 1, 1874. 


Lowell & Windham.’ 


The corporators under the charter met in Lowell, Mass., 
November 19, and chose Mayor Jewett temporary Chairman. 
A committee was appointed to secure subscriptions and the 
shares were fixed at $100 each. It was resolved to call a meet- 
mF permanent organization as soon as $20,000 is sub- 
scribed. 


Nevada Oounty. 

Mr. Thomas Findley, of Grass Valley, Cal., has offered to 
take the contract for building and equipping this road at the 
sum named in the engineer’s estimates. 


Midland, of Oanada. 


A committee of bondholders appointed at a recent meoting 
examine into the condition and needs of the company has 
made a report recommending that bondholders make a loan 
to the company of three half yearly coupons. A meeting of 
bondholders was held in London to receive the proposition 
from the President, who thought an extension of the road 
Georgian Bay to be essential to make it profitable. 


North & South of, Georgia- 

It is stated that the judgment for $87,000, commission and 
interest, recently obtained against this company by A. Schae- 
fer of New York, cannot be enforced, as the road has beem 
seized by the Governor of Georgia and is now in his 
anes. He holds it forthe purpose of enforcing the 
ien. 


8 artanburg & Asheville. 





his road is now under contract from pnb pe , 5. O., 
the North Carolina line, a distance of about 25 miles, and & 
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considerable ferce is employed on —- section. The right 
of way is all cleared and it is intended to have six or seven 
miles of grading done next month. Mr. E. Clayton is general 
contractor. The — arties have completed the location 
as far as Howard’s Gap, and have thus far secured a very good 
line. The average grade on the mountain section will be 74 
feet to the mile. 


Hollister & San Juan. 


Sarvers are being made for a narrow-gauge road which is to 
extend from Hollister, Cal., southward to a connection with the 
new Monterey & Salinas Valley road. 

Easton & Amboy. 

Last winter the contracting firm of Morris & Cummings 
bought a tract lying between the Morris Canal and New York 
Bay in the town of Bayonne, N. J., and has since then been 
engaged in building a large and substantial dock and dredging 
outachannel. It is reported, though it is impossible to say 
how reliable the report is, that the dock is being built for the 
Easton & Amboy Company and that a branch of the road will 
be built to that point over which will pass the freight and pas- 
senger travel, the coal business going to Perth Amboy. 


Hudson Tunnel. 


A company known as the Hudson Tunnel Railroad Company 
was organized some time since in New Jersey under the gen- 
eral law and in New York under a special charter te build a 
railroad tunnel under the Hudson River. It has now com- 
menced sinking a shaft in Hoboken, N. J., which is to be, it is 
said, a beginning of activ? work on the tunnel. The work, 
however, is likely to be interfered with by the Delaware, Lack- 
awannva & Western Company, as the excavation trespasses on 
the property of that company and the Tunnel Company has 
not taken the legal steps necessary to acquire title to the land 
it is using. 

Columbus, McArthur & Gallipolis. 

Grading is now completed from Gallipolis, O., northwest 
to » poe six miles north of McArthur and near the south line 
of Hocking County. Work will be continued as the amount 
of - ‘reins received justifies the company in going for- 
ward. 


Washua & Rochester. 

The bridge at Nashua is completed and the rails are all laid 
to that city. Trains began to run through from Rochester to 
Nashua November 24, and a formal opening of the road will 
take place December 1. The road, which is 48 miles long from 
Rochester, N. H., southwest to Nashua, and has been under 
construction for two years past, makes in connection with the 
Portland & Rochester and Worcester & Nashua a line 146 miles 
long, from Portland, Me., to Worcester, Mass., and part of a 
oretty direct line from Portland to New York. It is controlled 
CS the Worcester & Nashua Company. 


Atlanta & Richmond Air Line. 

Mr. A. T, Ackerman, as attorney for the first-mortgage bond- 
holders, has filed a bill in foreclosure in the United States Cir- 
cuit Court for Georgia, and the case is to be heard in Savan- 
nah November 30. 

Meantime other suits against the road have been begun in 
Atlanta and Mr. T. 8, Garner, late Master of Transportation, 
has been appointed Receiver. The case is somewhat compli- 
cated, and it does not appear very clearly whom Mr. Garner 
represents. The suit in which he was appointed was to be 
heard November 21. 

The wages of the employes and other current expenses are 
very much in arrears, and the floating debt is very considera- 
ble. The company intends to contest the foreclosure suit and 
to make all the fight possible against the bondholders. There 
is also talk of a petition in bankryptcy against the company. 

As Receiver, Mr. Garner has merely ssserted his rights 
against some opposition made by officers of the company. He 
has not made any change in the management or interfered 
with the running of trains. A number of the officers visited 
Atlanta last week with a view to making some arrangement of 
the troubles there. 

Subsequently a sort of compromise was made by which pro- 
ceedings that had been begun against Mr. Garner were al. 
lowed to drop, while he retained a nominal possession of the 
Georgia end of the line. He appears to have been appointed 
in certain suits for debt in which judgments against the road 
were obtained. 


New York, New Haven & Hartford. 


The Connecticut Railroad Commissioners have approved the 
company’s application for leave to take more land near the de- 
pot of the Shore Line Division in New London for the purpose 
of straightening the track and enlar ing the yard room. > 
plication has accordingly been made he Superior Court for 
commissioners to appraise the land needed. 


Kent Oounty. 
This road, it is said, is again in trouble and traivs have tem- 


goety ae running. The road runs from Massey’s 
unction, Md., to Parsons, 26 miles. 


ANNUAL REPORTS. 


Qonnecticut Western. 


This comnny owns aroadfrom Hartford, Conn., west by 
north to Millerton, N. Y., 68 ntiles. 
The property is represented by the following securities : 


Stock ($27,805 per mile)..... oenseeeren Porceredovoesooce $1,890,724 64 
Bonded debt ($39,500 per mile)...........-seccees e+e++ 2,686,000 00 
WE LOOT, BOC Ne BHIOs 60000 os 00cncsccnvent cones onecves $4,576,724 64 


Since the ‘ast report there has been an increase of $600 in 
the stock and of $12,000 in the funded debt. 


The operations tor the year ending September 30, 1874, were 
a8 follows : 











Earnings from passengers...........+¢ eevee cece Covccccecs $121,733 64 
Freight ee 212,660 30 
Milk .. 9,645 85 
Mails,. 3,461 00 
Expres 3,285 37 
Total earnings ($5,159 per mile)............-seeeees $350,786 16 
Working expenses (60.5 per cent.).......seccessecseceeees 212,235 02 
Net earnings ($2,088 per mile)............++. eesene $138,551 14 
MUGS SD GONE. oi c00ctsecctecdendessesve $2,174 62 
Ess civcdcévccene Seereeccccresscecves te ooee +279 
Interest on temporary loans...........+0. ++. 2,212 62 
Interest on bonded debt.........-se.0e- 188,877 50 
— 197,543 67 
PNR aoa hos Giese iscvebin4d seceeaubend Socceses $58,992 53 


During the year one locomotive, one baggage and mail, two 
mail and 10 box cars have been added to the equipment, which 
now consists of 9 engines, 17 passengers-train cars and 199 

eight-train cars. 

Some falling off in business has been felt in consequence of 
the depressed state of the iron trade. A considerable coal 
traffic is expected from the Rhinebeck & Connecticut road 
now nearly ready for business. 


Washington & Ohio. 
This company owns a road from Alexandria, Va., northwest 


to Purcellville, 47.6 miles. Of this 3.6 miles, from Hamilton to 
Purcellville, was opened April 1. 


, 


The capital stock is $902,478.34. The liabilifies at the close 
the year were as follows: 





on contract of 1869, advances and interest. 
Due Btate of V: 
Due sundry 


Total ($15,808 per mile)...........+...+- 


sseeccccesecess $108,772 
During the year $87,928.73 has been spent on construction 


west of Hamilton. Bonds to the amount of $89,300 were sold 

ol — The company holds $79,100 town and county 
onds. e 

The operations for the year ending September 30 were: 





ga4o79 91 $ ry 

Earnings from passengers............++++6: 5 41 08 
Msn «s,ecacinee see bedbibeoks "Tt. "ye,108 19 =” 47,602 36 
Other sources...... 6edbenedsnscpuededsarehs 3,330 75 3,282 54 
Total earnings............ese0e eeveccececee $104,012 85 $92,882 98 
Working expenses...........20+ secscessess 74,339 75 096 

Net earnings......... . $27,786 94 
Earnings per mile...... $2,110 98 
Per cent. of expenses... 708 





Increase in earnings, $11,129.87, or 11.98 per cent.; in ex- 
penses $9,243.71, or 14.20 per cent.; in net oe Se, 
or 6.79 per cent. pe train mileage, 59,093; — 
train, 35,332; total, 94,425 miles, an increase of 12.8 per cent. 

The ep ee consists of 4 engines, 10 passenger train and 
65, freight train cars. 

During the year the road has been kept in good order, the 
bridges repaired and painted, and some improvements made 
in the tracks at Alexandria. 


Naugatuck. 
A summary of the operations for the year ending September 
30, as presented at the recent annual meeting, is as follows: 


Earnings ($7,508 per mile)...........ceeee--seeeees scence $491,767 09 
Expenses (56.58 per cent.)...........ceeceescceseereseecce 278,217 96 








Net earnings ($3,260 per mile). .............0cceeeeeenees $213,549 13 
FABER. coc cccccvcccces Jouve B08 a cone doscssones 219 263 74 
Coupon interest..........ecceccee ee cceee veese 7,163 37 

—— 26,427 11 

BD MODE ik. nccovscenvceseeccdscecsécdveseocccseesenscess $187,122 02 
Dividend of February 15................++-++ $75,296 00 
Dividend of August 15............5 seocsseses 94,145 00 

ol 169,441 00 

Mahewse Of HONG 00 s.0s 6 éswersoeweess ceeseesers ses ... & 17,681 02 

Add surplus from previous year..........0662 ceeseseees 233,581 00 

Balance to account of current year..........6666 eeeerees “$251,262 02 

The line worked by the company is from Bridgeport, Conn., 

northward to Winsted, 61 miles, with a branch from Water- 


bury to Watertown, wa miles. The use of tcur miles of track, 
from Bridgeport to ifford, is rented from the New York, New 
Haven & Hartford Company 


Boston & Providence. 

The report submitted at the annual meeting in Boston, 
November 18, covers the year ending September 30, 1874. 
The operations for the year were as follows : 

Earnings ($25,373 per mile)............. Losesedunsoseoes $1,687,279 19 
Expenses (76.11 per Cent.)........--sseeeeeeeeee ecesceses 1,284,108 77 


Net earnings ($6,063 per mile)...:..+......+-0+0+++ $408,175 42 
As compared with the previous year there was a decrease of 
$134,828.99, or 7.40 per cent. in earnings; a decrease of $140,- 
899.31, or 9.89 per cent. in expenses; an increase of $6,070.32, 
or 1.58 per cent. in net earnings. The falling off was mainly 
in freight earnings. 
The train —_ tor the year was 789,468 miles, against 
816,554 in 1873. The tate and freight business of the two 
years compares as follo 





we: 


1874. 1873. 
Passengers Carried, ......eceeeeseceeeeeees 4,486,280 3,741,530 
Passenger mileage............eeeeeeess + «+ 98,625,149 41,224,077 
Tons of freight carried....... 0 60+ ceseacee 38,666 827,575 
During the year 18% miles of steel rails have been laid, 
making in all 59 miles of track now laid with steel. There has 


been some delay in the completion of the new passenger sta- 
tion in Boston, which, however, will be opened in a few weeks. 
Dividends amounting to 10 per cent. have been paid. 





Delivering Grain in New York—A Statement for the 
Railroads. 





Mr. George R. blanchard, Vice-President of the Erie Rail- 
way, and for many years, and until recently, General 
Freight Agent of the Erie Railway, has addressed the following 
communication to the New York Produce Exchange, in answer 
to the minority report of the committee to confer with the 
railroad companies, which the Exchange adopted recently. 
The facts in this report are of great value, as it sets forth, 
which none of the other documents have done, the precise 
method of the deliveries of grain at the other Atlantic ports: 

New York, Nov. 18, 1874, 


Hon, Franklin Edson, President of the New York Produce 
Exchange : 


Sin: The arguments presented by the three trunk railwa 
companies to the two able committees of the New York Prod- 
uce Exchange, specially appointed to consider the important 
subject of inspecting, grading and delivering rail grain, taken 
in connection with the general interest, decided every mem- 
ber of both committees (with but one exception) to recom- 
mend the agreed plan of July 15, 1874, to your Exchange for 
its adoption. : 

Notwithstanding this exceptional unanimity of those of your 
members who gave the question the closest scrutiny and con- 
sideration, your Exchange, in | poy meeting of the 6th inst., 
adopted the minority report of the single person in both com- 
mittees who dissented from their otherwise unanimous con- 
clusion. I therefore anes the favor of responding to and 
dissenting from it, for the following reasons : 

First—It presents only sgch portions of the railway view as 
it wishes to quote for ati or adverse criticism, and is, there- 
fore, unjust to your carriers. 

Second—It omits the essential elements in such a paper of 
an impartial presentation of facts; just comparison of usages 
here and elsewhere, and equitable mutual concessions to ac- 
complish a great and much needed object. 

Third-—Tt lacks the impersonal and judicial character such 
a paper should possess dealing in sweeping, unjust and 
unsupported italicized allusions to ** opulence,” “ rings,” cte., 
and characterizes our respectful dissent as “ aa 
“usurpation,” an “‘ arbitrary power,” etc. . 

Fourth—It presents and founds conclusions upon immaterial 
and irrelevant matter, which befog rather than clear the issue, 
such as the estimate of the local value of the scheme in say- 
ings to the roads; the divisions of rates with connecting lines: 
the cost of lighterage to the railways, and the discussion of 
our policies and power with Western companies, whom it coun- 


ratic,” 





sels as to our railway —. 5 
Fifth—It has been distributed with partisan comment by its 


author, and has been urged through the commercial press, 
which, I believe, unfortunately for all, accepted pa on as 
the result of wise consideration for the best in ts of the 
grain trade of this city. ‘ 

Believing for these reasons that the issue has been stated 
unjustly to the railways, I res; ly submit the considera- 
tions which decided their con ons and received the sanc- 
tion of both your committees, in order that your members 
who did not hear the railway view and the grain forwarders 
the West may know it more fully, and have the evidence and 
reasons of bo es upon which to decide im iy 
whether the failure to accomplish much needed re 8 in 
handling rail grain at New York are most justly attributable to 
the trunk lines or to the New York Produce Exchange. 

I refer first to the question of grading. 

The railroad companies justly complain that for years many 
consignees: have made warehouses of cars by not giving 
prompt delivery orders. We were also harassed in deliveries 
with the delays,accidents and errors, for which we were in nowise 
responsible, of — of 10,000 miles of connecting lines, whose 
agents, beyond the control of the trunk lines, promised pro- 
miscuous optional deliveries all over the harbor, which the 
consignees also insisted upon—incurring large and unneces- 
sary expenses to the railroad companies, and epanaiing to 
embarrass the general through traffic in many ways. ere 
causes, coupled with the want of modern systems of rail in- 
spections and grading at New York, and the want of elevator 
facilities at the rail termini, and not the rates or harbor 
charges, diverted all rail grain in mage quantities to rival sea- 
ports whose improved usages are well known. 

For these combined reasons, and to recover and retain the 

rain trade as far as practicable, the three trunk lines urged 
the adoption of a system of grades and inspections upon rail 
grain, because, in their es, the New York Produce Ex- 
change had before failed to mg ry as they deserved that 
just requirement of the West, the duties of New York re- 
ceivers, the successful rivalry of competing cities and the 
rights of terminal carriers, all of which the boards of trade of 
contesting seaports had long since recognized, conceded and 
acted upon by establishing inflexible grades of excellence and 
quality, which give the Western forwarders standards of sale, 
and the foreign buyer gauges of purchase and protection, in- 
os of sales and purchases by the varying mediums of sam- 
ples, 

These views merited and engaged the attention of the Pro- 
duce Exchange, and acommittee of your body was appointed 
to discuss plans with the representatives of the railroad com- 
panies, onl during five or more joint conferences, extendin 
over a period of tour months, the claim that the carriers shoul 
pay the delivering elevator was at no time referred to by any 
member of the committee of the Produce Exchange, directly 
or remotely. The plan ultimately agreed to be reported by 
that committee to the Exchange for its adoption, and by rail- 
road officers to their executives for approval, embodied the 
following concessions or changes from former usage by each 
party, to which your attention is invited: 

By the Produce Exchange: 

1. The appointment of inspectors, to be paid by a charge on 
the grain as at other cities, in lieu of former sales by samples 
at the Exchange. 

This was in no sense a concession to carriers, but was and is 
demanded by every wise consideration for the grain interests 
of New York, and should have been done long since by the 
Produce Exchange, as New York is now the only one of the 
four seaboard cities where it is done. 

2. Making the minimum quafMity for one delivery 4,000 
bushels, or ten cars, instead of 2,000, or five cars, as formerly. 

By the railways : 

: 1. The payment for warehouse certificates, blanks and 
forms. 

2, Covering the marine risks upon grain for ten days while 
afloat—a partially new co) cession. 

8. Guarantecing weights from the Hudson River termini of 
the roads to delivery, involving a superintendent at each de- 
livery—a new and important risk and expense, which will alone 
very much more than counterbalance the improved speed and 
economies of deliveries at their termini. 

4, Allowing four days’ free storage in boats for sales and de- 
liveries, instead ot three days as heretofore. 

5. Allowing three days for frve deliveries alongside ship or 
warehouse, instead of two as ponent Y 

6. Making the storage rate one-eighth of one cent per bush- 
el per day after four days, which will vary from $4 to $8 per 
boat per day, fee pry upon the quantity of grain such boat 
contains, instead of the previous uniform charges of $10 and 
$6 per boat per day, demurrage. 

7. The agreed rules to apply to all lots, large or small. 

This comparison proposes that the grain meurs but one new 
expense, and that for 1ts inspection, precisely as at other cities; 
while the railways grant ampler facilities and time for deliver- 
ies, incur new risks and expenses, and reduce the aggregate 
of former charges. That we gain time or save money in the 
speedier movements of cars has no bearing upon the discus- 
sion, for it is a duty of carriers to quicken deliveries, and a 
duty of consignees to their carriers and their correspondeuts 
A expedite unloading, in order to hasten their return: of 
sales. 

We now invite a comparison of the proposed duties of the 
railways at New York under the plar as at first agreed upon, 
and, as stated above, with the concessions of the carriers to 
the grain trade at rival cities. 

The New York lines first propose and agree, under the grad- 
ing system, and without charge over their customary rates, to 
unload all grain from cars; lighter it to deliveries in this port; 
cover marine risks ten days; guarantee quantities unloaded 
from cars, and allow four days’ free boat + 

Our rival cities and carriers adhere to the following rules : 

At Baltimore, Philadelphia and Boston, if grain is not 11- 
loaded from the cars, by or at the cost of the consignees witiin 
forty-eight hours after arrival, it is arbitrarily sent to 
elevators and there unloaded for account of whom it may con- 
cern, incurring fixed charges therefor varying from one and 
one-fourth cents to one and three-fourth cents per bushel 
always added to and never included in the rates of freight—if 
in elevators but one day, although it may remain more. 

At rival cities the railways or their elevators become respon- 
sible as warehousemen for quantities only when grain is un- 
loaded from the cars. We propose to do the same in New 
York. At none of those cities is the cost of unloading or final 
delivery to vessels or consignees covered by the rates of trans- 
—— or paid by the railways. directly or indirectly, ar the 

duce Exchange now demands it shall be done in New York. 
At none of them is the grain insured by the carrier for ten 
days, as it is here, in boats or in their elevators. At none of 
them is it floated, either free or otherwise, for any length of 
time, by the carriers about their harbors as consignees may 
direct, as is conceded by the railways at this city. At none of 
them are weights guaranteed after leaving their warehouses to 
ass through the hands of third parties whom they cannot in- 
Soonee or control, and at none of them 1s so much time allowed 
for free deliveries as is yielded here. ; 

To follow the precedents, theretore, of Baltimore at Locust 
Point, Philadelphia at Greenwich Point or Washington street, 
and Boston at East Boston, the railways terminating at New 
York would deliver grain only at the shore lines of their re- 
spective terminal stations on the Hudson River, and require 
consignees to send their boats there to receive, remove, float 


and deliver it at their own risk and expense. 
The essence of these comparisons then, is this: 
The Western forwarder, via any other of the Atlantic cities, 





must pay delivery charges, added to his freights of one aud 
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one-fourth to one and three-fourths cents per bushel, and at 
New York but three-fourths of one cent per bushe!; the differ- 
ence being an oe the New York railways which constitute 
an income to to other cities. 

The answer that we shonld provide elevators, desirable as 
they are, is irrelevant for two reasons: First, that we provide 
storage and delivering boats as substitutes, and second, if the 
Produce Exchange voluane to adopt improved systems, which 
will attract trade to the city, without increasing its expenses, 
how much more way they be ex to st elevators, 
which must charge still more over rates of transportation as 
at the other cities, to justify their erection. 

We therefore invite criti of the assertion that, at no city 
of the world do rail carriers do so much, at so great an ex- 

ense in receiving, handling, o: delivering any class of freights 
free of charge, as do the ra ways terminating at Néw York for 
the grain trade of this city. 

Notwithstanding these facts and comparisons of facilities 
and expense, the Produce Exchange now demands that we 
pay in additien thereto the costs of elevating and delivering 

in from our lighters through clevators designated by the 
Gaver or shipper, by including the costs therefor in the rates 
of transportation or otherwise. 

Fem the railway companies have declined, for reasons as 
follows : 


1. The pays for loading from elevators at all Western 
cities, and for delivering through elevators at all other Kast- 
ern cities, specific charges, not included in rates of transpor- 
tation, 

2. The expenses and risks to the railways for the delivery of 
grain are already er in the aggregate than of flour, pork, 
or cot and it be unjust those and like classes of 
trade seeking delivery facilities at New York. 

8. The railway companies make one transfer delivery from 
cars to boats on the Hudson River, and weigh the grain at the 
same time, We claim it is the duty of the consignees, partic- 
ularly if the railways guarantee weights, to pay the cost of 
ascertaining and proving at points of delivery if those weights 
are correct or not. 

4. Because while requiring the railways to pay the cost of el- 
evating delivery, the consignee retains the selection of the 
storage elevator and the buyer the elevator to weigh his own 
grain, in which they are peneeely interested, and require the 
railways to make use of such as they may designate, whether 
—o or economical to the railways or not. 

5. Because the railways have not borne the charge, nor been 
asked to do so either by New York consignees or Western for- 
warders, for six years, and it is not therefore an innovation. 

6. Because there is no more reason for including ng 
charges against property in the rates of transportation, to 
simplify sales accounts, than to cover the numerous charges 
of commission merchants in the same way, merely to save 
items of expense. 

7. Because to include the charge increases our rates against 
competing cities to cover an expense which does not belong 


to us, or ifthat is not the result, the reverse will follow, of 


making rates as they are now after burdening the carriers with 
an unjust outlay. 

8. Because the through rates eastward are all made by West- 
ern lines, which are not asked to include such charges in their 
rates to other seaboard cities, as shown above, have nointerests 
with New York as against riva) ports, and therefore justly de- 
cline he include them at New York, or c.smmence the system 
anywhere, 

9. The same Western companies decline to share the charge, 
if psid by the trunk lines in any other form, as they do not 
share it at other points, and the ney pays for loading cars at 
of starting points, in which they do not ask us to partici- 
pate. 


10. In addition to lighterage cost, guarantees of weight, free 
storage, etc., all the proposed expenses will therefore, fall 
upon the trunk lines, 

11. If there is no objection to advancing rates to cover thir 
item of charge, as sed by your Exchange, the railroad 
companies ask what v: objection can be urged against per- 
mitting the two charges of rail t: ansportation and elevation to 
stand as they are, the result being precisely the same to every 
party San camel dates meee = ee comene do en 

eve the pro! t) e ong e the rates, 
and that it will become an uliimate fixed expense upon the 


carriers at former rates, or if they are entirely willing it | be held accountable for the diversion of such trade elsewhere? 


should be added to the rates, how—when the railway com- 
panies decline to accede to it because precisely the same re- 
sult can be pcre men ee in a way now in use, justified by 
custom, and pra at every other American seaport—can 
they justify, for so trivial a pretext, the abandonment of a 
great plan, thoroughly matured and approved by the best 
minds of the Produce Exchange, demanded as agreed to by 
enterprise, competition, and the best interests of forwarders, 
receivers, and carriers in this city ? 

In seagense to the anonymous argument that because the 
proposed plan of Eiading will save the railways great expense 
in assorting and gt im. eae as well as expediting their 
return, they should therefore accede to the present claim, 
wo state that while we question the right to burden us with 
new expenses for economies effected, 
conclusion as erroneous; but admitting it tor the argument, 
the present system may as well continue if any advantages we 
gain by any new or improved systems are to be promptly neu- 

by new and inadmissible demands of the Produce Ex- 
change or its receivers. 


Tnow beg to refer to the discussion regarding the free de- | sixteen to twenty cents per bushel. 


liveries of quantities less than five cars. 

A large of the Gelay to the 900 cars, which the minority 
report states were detained in the yard of one of the compa- 
nies, was caused by small lots, which always retard the move- 
ment and delivery of the general traffic, by the necessity for 
extra switching at stations, because consignees desire 
them held for some purpose, or expedited for some other, or 


the desire of forwarders or receivers that | should be put 


with other lots or kept distinct and delivere 
to the additional ne oy and delays thus caused to the daily 
and aggregate traffic and itself at our yards and stations, 

cost more for delivery, as boats require to be 


small lots also ingly low rates which the majority committee show have been 
divided into bulkheads to keep them distinct, and the delays 


to boats are much greater, because consignees demand the 
pe time and terms of ang a for yt lg dn ere cars, 
and generally require special deliveries a’ gular points. 
For these reasons the greater the aggrogate of small idts the 
greater the outlay and hindrance 


companies ting at New York to make an order some 


= ago limiting deliveries to five or more cars, but it had| jority of our 
n into disuse about a year since. Prior to the first meet-|lower gross cost than the 


| same ain can be laid 
ing with your first committee to discuss the grading system | down at contesting cities, can we be asked to incur still greater 
— : to revive and adhere to the rule, but it was | expenses, which are not included anywhere else, and include 


effec’ 


spirit of retaliatio: the 
a ~= 


New York will be promptly followed by like concessions at Phil- 
lots from lake, and it was believed the rule would inconven- an he : 


ience the trade but little. That 


large owners of those lines resident at those points as instanc- 
diverted trade from New York is shown by the that the = 94 the export drawbacks paid at Philadelphia and Boston 
because of New York free lighterage. Then the former and ex- 
cys isting diffe. ences will be re-estaolished, and precisely the pres- 
to the recent minority report, [ | ent grounds of complaint will be re-opened and re-urged. 
In reference to the question of the legal obligations to unload 


decrease of grain rece.pts elaewhere is as marked as at New 


York. 
more 
note the arguments in their order. 


we dissent from such a | bushel on whea 


alone. Added | adelphia more than via New York. 


other traffic. These | are, and have been, transporting grain at less rates per ton per 
causes, and the mercantile law of wholesale trade, induced the | mile to New York than 


g ught best to wait the determination of the pend- 
ing questions, which wo1ld remove the enti:e difficulty more | never include ? 

and paeaty for all. The Produce Exchange 
ha’ declined to concur in the recommendations of its first 
committee, the railroai companies renewed the order, in no 
reasons cited, at a season | store to New York any traffic whatever, for such allowances at 


d for 
m much the largest part of evel the arriving was in large 
rule has not apparently 











LOCOMOTIVE RETURNS, JULY, 1874: 
Master Mechanics of all American railroads are invited to send us their monthly reports for this table. 






























* Three empty cars counted as two loaded ones, 





The railways terminating at New Yor cannot be asked to | 
deliver less than five carloads and incur increased expenses, | 
pecause far-West connecting lines cannot supply five cars at a | 
time in busy seasons, which quantity the delivering company | 
stands ready to receive, forward and deliver, or become re- | 
sponsible for its failures to do either or all. 

We desire to encourage small as well as large lots, when they 
do not burden us with excessive and unnecessary expense and 
delays, and therefore stand ready to adopt a plan which ro- 
lieves us and places all-sized lots upon a like improved footing 
of receipt, delivery and expense. That plan having been de- 
feated by the action of your Exchange, how can the railways 


I note the allusions to lesser rates to rival cities, and, so far 
as the charge that export bounties are paid at Boston and Phil- 
adelphia, sympathize entirely with the eomparison; but it has 
always been alleged that those concessions were demanded 
because of free lighterage deliveries at New York. 

Beyond that point the averment that the rates are less to 
Philadelphia and Baltimore than to New York is true only so 
far as all-rail is concerned, particularly from the Southwest; 
but with the lake connections of the trunk lines, which supply 
over one-half the grain which reaches New York via their 
routes, and which the minority report ignores, the statement is 
incorrect. For instance, the lowest rate by rail from Chicago to 
Baltimore, via the Baltimore & Ohio Railroad, is thirty-five 
cents per 100 praem, equivalent to twenty-one cents per 

, to which is to be added the invariable eleva- 
tor charge at thet point of one and three-fourths cents per 
bushel. weights not guaranteed, while grain has been all sum- 
mer delivered trom Chicago to New York b’ steam, on the lake 
and rail, covering insurance, and the quantities guaranteed by 
the lake lives, and delivered alongside at New York, at from 
The same comparison 
holds true at Philadelpbia by rail,and much more in favor of 
New York by sail and rail. Baltimore has no lake connection 
with its Locust Point elevators; Lut the lake rates from all 
points on the lakes to Philadelphia and New York are general- 
ly the same, and to Boston more; and in such cases the Phila- 
delphia elevator charge, added to the rates, and the fact that 
no export bounty is paid at Philadelphia on lake grain, make 
the gross charges between the f-rwarder and receiver via Phil- 


This business covers a large majority of the throngh grain 
receipts during the past year, and we point to the astonish- 


given from Buffalo to New York during the past season, which 
are lower than those given any rival city for greater distances, 
to disprove the statement th»t we are permitting the grain 
trade to be diverted. We also point to the tact that those Jow 
rates include lighterage, and ask upon what principle, when we 


any ‘competing lines give to 


rival seaports, and at rates which deliver the ma- 
grain at New York at as low or 


in our very low rates charges which the rates to other cities 
So far as lesser rail distances are congerned, Philadelphia and 


Baltimore are entitled to fair differences in rates, and the con- 
cession proposed by the minority report will not divert or re- 


adelphia and Baltimore, trom the pressing demands of the 
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boats, the reply is simple and direct. The railways terminat- 
ing at Boston, Philadelphia, and Baltimore make deliveries 
and terminate the undertakings of their bills ot lading at their 
water lines, and while assuming no risk, except as warehouse- 
men, thereafter, charge large rates for all subsequent services, 
In the same way the lines terminating at New York waters can 
legally and qeoneny unload the grain, and tender their deliv- 
eries at the New York shore ends of their tracks and this they 
will do if preferred, but to claim that the gratuitous perform- 
ance of a subsequent lighterage compels another handling and 
delivery at a point to be chosen by the consignee, say at 
Staten Island or Erie Basin, through floating elevators in no 
sense within the control of the railway, is not warranted by 
custom or demanded by law. 

The discussion as to what the New York companies may 
compel their Western conneetions to do is irrelevant, A com- 
bination of all the merchants of New York, wielding more cap- 
ital than that of the three trunk railways combined, to compel 
concession to obnoxious, onerous, and unusual charges at this 
city, would force trade promptly and justly to other cities, as 
their refusal to adopt the grading system is doing at this mo- 
ment, and a similar combination on the part of the New York 
roads against their connections to compel them to pay unjust 
charges, would interest every Western railroad to do what 
they and we now avoid, and the very thing the minority so 
deprecates, viz: arbitrarily send their trade to other seaports, 
whose railways and Produce Exchanges do not ask them to 
bear sucao burdens. 

We thus briefly present the issue: 

All rival cities have perfected systems of grades and inspec- 
tion upon rail grain. 

New-York has not, but clearly should have, 

Other cities take grain in any quantities at uniform charges. 

For good reasons cited New-York favors large lots. 

The terminal rail warehouse facilities of contesting cities 
exceed ours. : 

For these reasons large and small grain trade was being di- 
verted to watchful rival seaports. 

The joint harmonious action of carriers and your Exchange, 
therefore, became important and two committees upon your 
part have met our officers, and agreed—the first time unani- 
mously—the last with but one dissenter ; and the dissenting 
report has been sustained by your body upon the single point 
that the railways decline to assume three-fourths of one cent 
per bushel delivery elevation. To concede our view would.se- 
cure the great benefits ably stated in both reports; but you 
ask why you should. Weanswer: this charge we do not now 
bear—have not borne it for six years ; it is not borne by the 
carriers to other seapcrts.—the charge is but one-half like 
charges at those cities; we bear the other half from less 
average grain rates per mile than their carriers recelve; 
everything we ask or propose improves the deliveries ; enables 
small lots tobe delivered with large at like cost ; attracts 
traffic ; adds additional expenses to the railways, but none #0 
the grain over past and present usage ; it is demanded by the 
West, and our own rail and city interests, and is just to all. 

We stand ready to use the new system at increased guaran- 
tees, risks, and yo to the carrier, and therefore less 10 
the aggregate to the grain. We simply ask the grain to bear 
less expenses than is customary elsewhere, which, if we disagree, 
it must fin any case continue to bear, which it has borne 
here for years, and which are less added to the freight rates 
than at any other city for like services. Your Exchange hav- 
ing so far declined our proposals—if expenses. are added to 
small lots, foreign trade diverted, the West dissatisfied, co 
operation witheld, feeling engendered, and unjust impressions 
founded, we leave the public, members of your Exchange, 
and our forwarders in possession of the foregoing facts tos 
termine by whom those results are caused, and the adoption 


| of the wisely-agreed ) wg postponed or defeated. 


Ihave the honor to be, Sir, sincerely yours, 
G. R. B 


LANOHABD. 
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